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FROM THE FEDERAL 
SECRETARY 


Thank you for your patience in wait- 
ing for this issue. The reason for the 
delay will be the subject of a book 
some day but in essence | ran out of 
hours. You will note that issues 78-3 
and 4 have been combined which 
should puzzle future historians. 


For the colour spreads we have Ray 
Millington to thank, who through 
plagues of faulty machinery, sticky 
inks and a jammed relief valve on his 
Aston Martin, managed to produce 
our first colour, Lest we have requests 
for future performances | would point 
out that one page of colour costs more 
than half the total cost of printing the 
magazine — so thank you Ray Milling- 
ton. 


There has been some discussion in 
Branches of the value of Praeclarvm. 
Even with inflation the annual cost per 
member is $7.50 for six issues includ- 
ing postage. For the non-capital city 
member the magazine in many Cases is 
the only return for membership. If it 
is published less frequently in the 
usual 16 page style, members not only 
have a smaller dividend but in the 
period between issues are likey to 
forget that the Club exists. 


If the same amount of material is 
published less frequently, the job of 
the editor to compile is prodigious. 
| make no apologies for the content — 
that is up to you. | make these remarks 
to prompt you to write to your 
Branch executive and convey your 
views. 


On the subject of writing; if you change 
your address, do not tell me, tell your 
Branch. We merely stick on the labels 
supplied. 


The South Australian organised Feder- 
al Rally was held in the Barossa Val- 
ley in June and was well attended. 
Traditionally no one supplied an 
account of the event for publication 
in Pracelarvm, Fred English did not 
attend so we have few photos and 
unfortunately there appeared to be no 
Rally attendance list. The enclosed 
photos taken by myself and John 
Allin hopefully will be of interest. 


There were no landmark decisions by 
Federal Council. Your President and 
Secretary were re-elected, Eric Goudic 


350 


is now the Federal Treasurer and 
Patrick Kane-White has undertaken 
the task of Federal Registrar. 


Charles Wright of Adelaide has been 
made an Honorary Life Member of 
the Club. It would be difficult to 
describe Charles’ abilities, devotion 
to the Marque and contributions to 
the Club. As a small insight however 
a report on his personal build of his 
Ghost is included in this issue. 


Next year, Western Australia will host 
the Federal Rally and co-incidentally 
celebrates the 150th Anniversary of 
Statehood. The dates for the Rally 
will be Friday 31 August through 
Monday 3 September 1979. 


Jim Kelso has at last revealed the 
inner workings of his Chief J udge’s 
mind which should be of great interest 
to the differential polishers in our 
midst. | am also indebted to a new 
found friend, Michael Burgess who 
illustrated Jim’s article. 

BILL COBURN 


THE ILLUSTRATED LONDON NEWS 


A TRAGIC LOSS TO MALAYA 


Section 1 


Alt Silver Ghosts 
1912 Silver Ghost 2009 


Lance O’Neil 


1922 Silver Ghost Springfield 


154 BG Ted Hudson 
(15 points deducted) 


Section 2 


All 20 HP and New Phantoms 


1926 20 HP GYK82 
John Sproule 
1925 20 HP GSK49 
Ray Millington 


Section 3 


All 20/25, 25/30 P11 & P111 
1936 P111 entered by 
Peter Tamblyn and owned by 
(3CM157) Eric Rainsford 


1931 20/25 GX 


M49 


Keith Wherry 


OcToBER 13, 1951 


MURDERED BY COMMUNIST TERRORISTS ON OCTOBER 6: SIR HENRY GURNEY, 
HIGH COMMISSIONER FOR THE FEDERATION OF MALAYA, 
WITH LADY GURNEY. 


SINCE 


1948, 


Pts 


196 


189 


156 


149 


192 


165 


1978 FEDERAL RALLY AT THE BAROSSA VALLEY — TROPHY LIST 


Section 4 

Silver Wraith & Silver Dawns 

1954 Silver Dawn SUJ98 
Roth Gair 

plus the trophy for the best 

post-war Rolls-Royce 

1954 Silver Dawn SOG36 
Eric Hayman 


Section 5 

Silver Clouds, Silver Shadows 

and Corniches 

1978 Silver Shadow SRH32765 
Alvin Hancock 

1966 Silver Shadow SRH1135 
Peter Robertson 


Section 6 

Pre-War Bentleys 

1937 4% litre Bentley B47KU 
Tom Barr-Smith 


191 


189 


182 


172 


19] 
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plus the trophy for the best 
pre-war Bentley 
1934 3% litre Bentley B107B2 
lan Cocks 150 


Section 7 
Bentley MK6 and R Type 
1953 Bentley R Type B23UL 


Barry Sparks 175 
1952 Bentley MK6 B76MD 

Keith Brennan 17] 
Section 8 


Bentley S & T Series, Corniches 

1964 Bentley Continental $3 
BC162XC Barry Batagol 184 

plus the trophy for the best 

post-war Bentley 

1971 Bentley Corniche Convertible 
DBH10509 Roger Meadmon _—- 180 


The Company Restoration Trophy 
Awarded for the best restoration of 
the year 
1931 20/25 GXM49 with Martin 
& King coachwork owned by 
Keith Wherry 


The E.J. Vidler Shield for Age and 

Authenticity 

1912 Silver Ghost 1997 entered by 
Eric Rainsford (the deep red 
limosine) 

(Competition depended on the age 

allowance to separate it from the 

1936 P111 3CM157 also owned by 

Eric Rainsford and restored by 

Charles Wright. 


The Overall Concours D’Elegance 
Winner and the winner of the 
trophy for the best pre-war 
Rolls-Royce 
1912 Silver Ghost 1853E entered 
by Ral Rainsford 
(the black touring car) 


THE ASSASSINATION OF THE HIGH COMMISSIONER. 


SHOWING HULLET-HOLES WITH WHICH THE BODY WAS RIDDLED, AND THE TWO PLACES 


WHERE THE WINDSCREEN WAS PIERCED : 


THE CAR AFTER THE ATTACK. 


WITH SIR HENRY GURNEY'S WALKING-STICK LYING WHERE HE LEFT IT 


THE INTERIOR OF THE CAR AFTER THE ATTACK. 


A BULLET PIERCED THE BACK SEAT OF THE VEHICLE. 


lan Irwin sent this piece of history. 
Exhibiting the worst of taste, |! wonder 
what happened to this car. 


20 HP — CHASSIS GR) 24 


During the 1975 National Rally for 
Veteran and Vintage Cars, held at 
Ballarat, | purchased the above chassis. 


On 14 May, 1975 a friend made avail- 
able his car and trailer and so began a 
long journey back to Newcastle with 
GRJ24 suitably secured. 


On arriving home, | decided to start 
the engine which proved to be extre- 
mely quiet, so | drove the chassis into 
the garage. Some days later | endea- 
voured to drain the sump but not a 
drop would drop and on removal of 
the sump | had to scrape out that 
which should have been oil. Obviously 
a complete engine recondition was 
needed. 


Whilst this was being attended to by 
my brother and a local reconditioning 
establishment, | stripped the chassis 
to bare bones and replaced all the 
bearings in the wheels, gearbox, king 
pins and bushes, shackle pins and 
bushes, in fact anything which moved, 
even clevis pins were replaced. 


Mechanical reconditioning was com- 
pleted and Engine U9G was duly 
installed and started first touch of 
the starter pedal, the time being 
1.35 p.m., 13 December, 1976. 


| was unable to locate a body and 
after a long search, | decided to design 
and construct a suitable type, bearing 
in mind those ‘Elegant Rolls-Royce”. 


Having paid a considerable sum for 
suitable aluminium sections to con- 
struct the body framework, and sheet 
to form the panels and bonnet, manu- 
facture began on 24 May, 1977. 


Forming of all framework was carried 
out cold hopefully not to disturb the 
stability of the material and welding 
was done by a special process. 


Long hours were spent, sometimes 
working well past midnight, but the 
body was finally secured to GRJ24 
and received the final coat of paint on 
3 August 1978 (five days before Inter- 
national Rally). Upholstery was instal- 
led and the vehicle driven to the 
weighbridge then to the Registration 
Office on Friday 7 April, where it 
passed the test as a Rolls-Royce should 
do. The registration papers were with- 
held until | produced a photostat copy 
of consignment papers from the fac- 
tory to Adelaide because the original 
registration could not be traced. | 


thereby missed out on the Internation- 
al Rally. 


In conclusion, we all admire our 
“Spirit of Ecstacy” therefore for safe- 
keeping and easy removal | designed 
the following:— 


A piece of brass 5/8” dia. x 2” long 
drilled to 5/16” dia. and a retaining 
groove cut to suit a 5/16 ID x 1/16 
“O” ring 3/8” from end. This is 
silver soldered to Radiator Cap as 
per sketch. 


The base of the mascot is drilled 
and tapped 5/16” BSF and a stain- 
less steel rod as per sketch is screw- 
ed into the base. If the base of the 
mascot is larger than the nut on the 
Radiator Cap, as is sometimes the 
case, a piece of Hexagonal brass or 
stainless steel is machined as illus- 
trated and soft soldered to the base 
as shown. 

CHRIS BROADBENT 


"TAKE out Tie Two oR FovR BMoLTS THAT HorD THE CsA SurPoRT 
BRACKET To THe CHMeESIC , THEN AEMovE THE BRACKET AND STORE IT an 


The four Rolls-Royce 
Phantoms used by Her 
Majesty the Queen during 
her reign have now been 
supplemented by a new 
Phantom VI State Limou - 
sine. The new car, com- 
missioned by the Society 
of Motor Manufacturers 
and Traders as a Silver 
Jubilee gift to Her Majesty, 
was presented to her 
at a private function at 
Windsor Castle on March 
29th by the Honorary 
Officers and the Director 
of the SMMT. 


Built entirely at the Mulliner 
Park Ward Division factory in 
London, with the exception of the 
engine which was built at Crewe, 
the car includes many well proven 
features of the Phantom Vs. The 
rear seat of the car has been raised 
by four inches and, to further ensure 
that occupants are clearly visible, 
the rear roof is mainly transparent. 

The interior of the rear compart- 
ment is trimmed tn light blue West 
of England cloth and an extra wide 
centre arm rest in the rear seat 
houses a tape player, radio and 
dictating machine. The cocktail 
cabinet and ashtray normally fitted 
to the division console of the 
Phantom VI have been replaced on 
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the Royal car by a clock and tape 
stowage compartment. 

The ‘Kneeling Lady’ mascot 
fitted for the presentation, though 
appropriate, will be replaced by the 
distinctive ‘George and Dragon’ 
mascot used on the other Roya! 
Phantoms. 

At 19ft 10ins the car exceeds the 
space allocated on the deck of the 
Royal Yacht ‘Britannia’, but this 
has been overcome by fitting 
detachable front and rear bumpers, 
the speedy removal of which 
reduces the length by 9 ins. 

Daimlers. once used by the 
Royal Family for all ceremonial 
occasions. have been replaced 
by the Rolls-Royce Phantom 


during the reign of Queen 
Ehzabeth ||. First to take its place 
in the Royal Mews was a Phantom 
IV with H. J. Mulliner Limousine 
coachwork, delivered in 1950, to 
be joined in 1954 by a Phantom IV 
Landaulette with Hooper coach- 
work. In 1960 and 1961 delivery 
of two Phantom V Park Ward 
Limousines was made to replace 
the last of the Daimlers. 

The undoubted suitability of the 
Phantom for ceremonial duties 
makes the SMMT’s choice of 
jubilee gift seem most appropriate 
and we feel certain that the new 
Royal carriage will create con- 
siderable interest during forth- 
coming Royal tours. 


‘Mfotor 


NE of the oldest coachbuilding concerns in this 

country is Joseph Cockshoot and Co., Ltd., 
Great Ducie Street, Manchester. They made the 
carriages of our forefathers 200 years ago, just as 
to-day they build very distinctive bodies for Rolls- 
Royce and other chassis. In their showrooms may 
be seen some examples of carriage craft in pre- 
motoring days, and side by side with the latest type 
of Pullman Hmousine, mounted on a 40-50 h.p. Rolls- 
Royce, is the gilded and ornamented state coach of 


December 23, 1924. 


bers of one family, five of these being the 20 h.p. 
type and the other the 40-50 h.p. model. 

Part of the extensive premises is devoted to over- 
haul and repair work, while a department might be 
termed as one where the customer, literally speak- 
ing, can be measured for his car. Here, on large 
sheets of black paper, he can see, drawn out to half 
size, all the special features which he wants incor- 
porated in his bodywork and the car as a whole, so 
that he may judge its general appearance when com- 


the High Sheriff of the County Palatine of Lancashire. 

One of the distinctive features of Cockshoot body- 
work is the moulded waistline, which begins in the 
centre of the scuttle and is carried right round the 
car, as shown in the accompanying illustration of 


pleted. 


The company holds the agency for Rolls-Royce, 


Voisin and Morris cars. 


There is a special service 


depot run by Joseph Cockshoot and Co., Ltd., in 
Dean Street, Manchester, for Morris owners. 


a four-door _ six-light enclosed limousine, It 
enhances the bodylines and merges the body and 
scuttle lines artistically. Decoration apart, how- 
ever, a still more important feature, although it may 
not be visible to the naked eye, is that the timber 


used has been seasoned by the company themselves. 
It is bought when green, and the seasoning process 
may take 18 to 20 years for certain classes of timber. 

Recently we had an opportunity of going over the 
extensive showrooms and works, where coachbuild- 
ing is not a mere process of manufacture, but an 
art upon which only skilled craftsmen are engaged. 
The showrooms and offices are on the first floor, 
with a, smithy and timber store in the basement, 
and various storerooms and workshops on the floors 
above. One order wessaw going through was for 
no fewer than six Rolls-Royce cars, all for the mem- 


A 40-50 hop. Rolla-Royce with 
enclaxed Hmousine tbody shiw~- 
ing the nioulded waistline. 
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CONCOURS D’ELEGANCE JUDGING 


(or “How to Win a Concours D’Elegance without actually bribing the judges’’.) 


| have been asked to contribute on 
this subject, | think principally be- 
cause | have survived as Chief Judge 
for the past nine years and in that 
time | have managed to avoid some of 
the pitfalls that judges often encounter, 
e.g., lynching, shooting, stabbing or 
other minor violence. This has only 
been possible by careful selection of 
fellow judges on each occasion. In this 
regard there should be at least five 
others, minimum height 6’6”, mini- 
mum weight 18 stone and all holders 
of a Black Belt for Judo. 


In past Federal Rallies, it has been my 
practice to advise the other judges 
that the major problem will be lack of 
time. Often, sixty vehicles must be 
considered and although it is neces- 
sary for a proper examination to be 
made of each vehicle not too much 
time can be spent on any one. There- 
fore, the time allocated to each veh- 
icle must be carefully planned and 
adhered to. Vehicles that do not have 
owners when the judges arrive are 
locked and need complete dismantling 
when a judge wishes to inspect the 
tool kit upset this planning. Likewise, 
owners who have not listed all details 
on the entry form or who have not 
submitted an entry form at all, are a 
real problem. It is almost unbelievable 
the number of owners who spend 
months prior to the Rally preparing 
their vehicle and forget to submit an 
entry form. It creates a most unplea- 
sant situation when a judge has to re- 
fuse a late entry after such a Jot of 
work has been done beforehand. 


Before each Federal Rally, the rules of 
the Concours D’Elegance and the Age 
& Authenticity Trophy are circulated 
to all members attending. These 
should be read carefully so that each 
member can prepare his vehicle in a 
way that will be most likely to impress 
the judges and satisfy the purpose of 
these events, which is to ensure that an 
increasing number of Rolls-Royce veh- 
icles of all ages will continue to demon- 
strate the high standards of design and 
excellence of manufacture, which in 
turn, will enhance the reputation and 
image of the marque. In addition 
these events are intended to encourage 
owners to produce restorations which 
will bear a proper resemblance to the 
original vehicle rather than a glittering 


ultra polished professional and non 
authentic restoration. 


. . vehicles which are locked when the 
judges arrive and need complete 
dismantling . . 


Using the published rules as a guide, 
owners should give consideration to 
the following areas when preparing 
their cars for Concours D’Elegance. 
The points listed represent in the main 
the most common faults. 


(1) ENGINE 
(a) Mechanical Condition and 
appearance. The engine blocks 
should be painted with black 
enamel. The rocker cover was 
never polished or polished and 
anodized or even painted 
bright red. The R.R. motif was 
never picked out in red or 
any other colour. Ignition wir- 
ing should be black — not red 
or yellow or even green. Other 
wiring should be appropriate 
to the year of manufacture, 
ie., pre 1930 vehicles do not 
have purple plastic coated wir- 
ing. Modern or non original 
ignition coils loose points and 
every owner should make sure 
that he has the proper outer 
casing, even if the inside has 
been replaced. Joins in wiring 
professionally finished with 
insulation tape are not accept- 
able. Pipes and petrol feed 
lines should be smoothly con- 
toured and coiled at flex 
points. Carburetter tops that 
are chewed up by the use of 
pliers, multigrips etc. always 
lose points, as do linkages 
which look as though they 
have been seized solid for the 


past twenty years. Exhaust 
manifolds always look best if 
treated with ‘‘Zebra’’ stove 
polish rather than high temp- 
erature silver paint or even 
aluminium sprayed. Water 
pumps which fling copious 
quantities of whatever they 
are pumping over an inspect- 
ing judge are certain point 
losers. Likewise, pump gland 
nuts which have all the serra- 
tions removed by countless 
applications of the multigrip. 

(b) Cleanliness. Whereas it is easy 
to assess this factor on older 
vehicles, it is nearly imposs- 
ible to do so on more modern 
productions. Therefore, it is 
normal to deal severely with a 
modern vehicle showing any 
oil, grease, dirt or crud in 
accessible areas in the certain 
belief that it will be like the 
black hole of Calcutta in the 
inaccessible areas. 


Water pumps which fling whatever 
they are pumping over an inspecting 
judge... 


(2) CHASSIS 
(a) Mechanical Condition and 
Appearance. Here the major 
area of concern is the radiator 
as it is this structure which 
clearly identifies the marque. 
Points will be lost for dents 
and scratches, lack of polish- 
ing effort, badly soldered 
joints and damage to the core. 
Replacement of the original 
core does not cause a points 
loss. Mascots must be appro- 
priate (i.e. the correct size 


(b) 


Rather than a glittering ultra polished 
professional and non-authentic restora- 
tion. 


and type) for the model and 
the lady must not have per- 
manent malformation of any 
part of her anatomy, and in 
particular, no flattened noses. 
Lack of spring gaiters where 
originally fitted is another 
source of lost points, as the 
riding characteristics of such 
models depend on oiled sur- 
face to surface contact bet- 
ween the spring leaves. Under- 
trays missing, leather gaiters 
and boots on steering and 
brake linkages absent are the 
other most common faults. 
Non original mufflers (provid- 
ed they bear some resemb- 
lance to the original) do not 
lose points. The latter also 
applies to wheel and tyre 
sizes, although the vehicle 
with the original size is pre- 
ferred in a close contest. In- 
struments should be operat- 
ive and matched. So often the 
appearance of the dash board 
is ruined by the use of a non 
matching or non authentic 
instrument. The worst exam- 
ple of this that | have seen 
was the fitting of a rev. coun- 
ter to a Silver Ghost! Not 
only was this non authentic 
— it was also inappropriate. 
Cleanliness. To award ten 
points for this section, |! must 
be able to wipe my clean white 
handkerchief across the top of 
the differential housing and 
still be able to use it for it’s 
original purpose. Some own- 
ers of older vehicles do extre- 
mely good work underneath 
and it is not uncommon to 
see one’s reflection in the 
black paintwork on the inside 
of the mudguards. Owners of 
modern vehicles are less dili- 
gent and make judging diffi- 
cult by liberal application of 


underside rubber based coat- 
ings. 


(3) COACHWORK 


(a) Interior. As a general rule a 
car which is well worn inside, 
(i.e. carefully stitched seat 
tears and cuts, carpets pro- 
perly mended etc.) and spot- 
lessly clean will do better 
than one with an unmarked 
interior but filthy. As regards 
upholstery material, | know 
of no Rolls-Royce coach that 
used plastic materials, so 
therefore | prefer leather or 
appropriate cloth, and mark 
accordingly. The interior ligh- 
ting, fittings etc. should be 
properly matched, all glass 
bevelled where treated thus 
originally and without cracks. 
No points will be lost where 
safety glass has been prefer- 
red and likewise, the fitting 
of seat belts in older vehicles. 

(b) Exterior. Here again the car 
which has faded but well car- 
ed for paint work, properly 
fitted beads between guards 
and bodywork, well fitting 
doors which may be showing 
signs of wear but still shut 
properly will always be pre- 
ferred to a new highly polish- 
ed paint job carelessly applied 
with beads painted over etc. 
However there is no doubt 
that a properly executed paint 
job is a most desirable feature 
of any Rolls-Royce vehicle as 
it is the most obvious aspect 
to a casual viewer. | am dis- 
appointed however that many 
aluminium coaches are not fit- 
ted with stone guards behind 
the wheels and | have seen 
some fine restorations spoilt 
by large stone chips on the 
guards. Some owners do very 
good work on the front sec- 
tion of a vehicle and comple- 


(4) 


(5) 


tely ignore the rear end. On 
older vehicles external tail 
lamps, need to be appropriate 
for the period and if a Brooks 
or similar trunk is fitted, this 
may be a feature of the car. 
On modern Rolls-Royce and 
Bentley vehicles, the trunk 
and it’s tool compartments, 
sliding covers etc. are often 
completely ignored. | am in 
favour of fitting stop lights 
etc. as a safety measure in 
older vehicles provided this is 
done with appropriate hard- 
ware, and if the latter require- 
ment is observed, this practice 
will lose no points. 


ELEGANCE 

This is a difficult and often vexing 
question. What is elegant to me is 
often not elegant to another. 
Nevertheless, of the 200 plus 
points available only 30 of these 
are awarded for elegance and in 
my experience, there have only 
been a few vehicles which have 
scored less than 20 points (one of 
these was a Silver Ghost chassis 
without a coach and the other was 
a Phantom 1 hearse with enormous 
oval windows so that a clear view 
of the coffin was facilitated). So 
the real effect of elegance on the 
final result could hardly be called 
significant in view of the point 
weighting. The natural corollory 
to this is why do we call the 
event a Concours D’Elegance? | 
must confess that this name 
seems inappropriate in the cir- 
cumstances. 


VALIDITY 

This section was introduced by 
Federal Council in 1971 in order 
to ensure that a Concours D’Ele- 
gance winner would be a comple- 
tely authentic Rolls Royce or 
Bentley. Half of the twenty 
points are normally awarded for a 
complete and authentic tool kit, 
but not necessarily the original 
tools which in many instances are 
impossible to acquire. Whilst this 
section normally presents no 
difficulty, some years ago a Sil- 
ver Ghost which was originally 
fitted with two wheel mechanical 
brakes on the rear wheels appear- 
ed with larger rear drums (said to 
be Phantom 1) and — wait for it 
— hydraulic actuation. This caused 


some head scratching by the jud- 
ges who were more perplexed 
when they found that all of the 
parts were genuine Rolls-Royce 
of various ages. The judges final 
decision in this matter was never 
disclosed!! 


(6) AGE ALLOWANCE 

This allowance is designed to com- 
pensate for deterioration due to 
age of the older cars and half a 
point is added to the overall 
score for each elapsed year since 
manufacture. In the past few 
years there have been a number 
of superb restorations in which 
the final production looks as 
though it has just rolled off the 
showroom floor. In such cases, 
the older car has a distinct advan- 
tage over the modern car by vir- 
tue of the allowance. Nevertheless, 
it is proper and desirable that the 
older cars are carefully preserved 
and owners are thus encouraged 
to take considerable pains with 
their restoration. 


Concours D’Elegance Judge and Body- 
guard 


In summary, the judges are looking for 
a vehicle which in condition and pre- 
sentation resembles most closely that 
same vehicle when it left the coach 
builder's factory or stood on the show- 
room floor. in this way the character- 
istics of the Company's excellence in 
design and manufacture, and the 
engineering principles of Henry Royce 
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will be preserved for posterity. Events 
such as the Concours D’Elegance and 
the E.J. Vidler Shield for Age and 
Authenticity allow the judges an 
opportunity to promulgate these ob- 
jectives. 

JAMES KELSO 


MORE ON MARK VI’S 


These cars come in for their share of 
external plating problems, but little 
can be done with plating that is peeling 
or bubbling, especially on die cast 
aluminium which brings a frown from 
most platers due to it’s porosity. | had 
a small die cast item re-plated on my 
car, that part where the crankhandle 
passes through, just above the number 
plate; it came back looking like swiss 
cheese. 


The immediate post-war cars will 
shortly be celebrating their 33rd birth- 
day, and like most aged parts my small 
rear view mirror (interior) was showing 
signs of the backing glass showing 
through the silver. At night the lights 
of traffic reflect in the mirror creating 
a fog like appearance. | decided to re- 
plate it. A simple job to dismantle, 
lay it somewhere safe to start with! 
Put some masking tape over the glass, 
and using a small screwdriver bend up 
the small tabs, 4 in all, and out will 
come the mirror. 


1 don’t know how some of the larger 
interior-exterior mirrors could be 


1946 Mk VI Bentley 


dismantled for the same purpose as 
these seem to be spun on in manu- 
facture. It seems a pity that original 
mirrors cannot be re-plated as their 
components are no longer available. 


Mapps Glass, Newtown, Sydney, re- 
plated the mirror at a cost of $3.00. 
Then came the task of replacing the 
glass. | placed a strip of masking tape 
over the glass, and placed it in the 
frame, bending over the tabs. Unfort- 
unately this does not work so well, 
as the tabs spring, so | removed the 
glass and bent the tabs first, then 
snapped the glass, the last 1/16”’ or 
so. This worked but I still had to press 
the tabs further to hold it secure, so | 
held the frame in a vice and slowly 
compressed the tabs. Unfortunately 
the metal would not stay bent, so | 
ended up glueing the glass into the 
frame. 


Centre Roof Aerial : This on some 
cars seems to have been neglected to a 
point that they are hanging like a bro- 
ken branch! | have dismantled it on 
my car, to have it re-plated. To dis- 
mantle, unscrew brass screw in the 
bakelite knob. 

Release bakelite knob. 

Bakelite shaft. 

and spring. 


You can now release aerial bodily 
from the roof, there should be no 
need to dismantle further. If you wish 
to do so, you will need an extension 
socket to release the nut holding the 


‘Terminal’ for the aerial lead. If diff- 
iculty is encountered in ‘working’ 
inside the roof, dril} out the orifice 
using a hole saw so you can at least 
work inside. This is only made of some 
3/16” ply. 


1 tried to pull the aerial lead (discon- 
nected from the radio through _ this 
opening to work easier, no go!), 


If in dismantling this connection, 
make sure you do a neat job of cutting 
the headliner cloth. A razor cutting 
of several ‘spokes’ from the centre, 
allows you to peel back the cloth, 
which is glued on. A little patience and 
it will come away without tearing. 
When re-placing use paste, which will 
hold and if at a later date you wish to 
dismantle, it will come away easier 
than the car grip often used. In the 
aerial body you will find 3 grubscrews 
holding this item together, 

1 holding the aerial, 

2 holding the body together. 


\f difficulty is encountered in releasing 
screws, pour a little penetrating oil 
into the screw holes. 


After releasing the aerial, and body 
parts you will find the backbone of 
this item, a 214” long steel cable, 
encased in a spring. Onto which each 
end, a smal! ferrule has been crimped 
to hold the cable. If the aerial is loose 
you will find this is the problem. The 
best solution is to replace the cable 
with a stainless steel one, and then 
crimp back the ferrules. | smeared the 
interior witha little oil before replacing 
into the body, to prevent the ravages 
of the weather. 


| have yet to find a suitable replace- 
ment for the ‘mast’ if this has collect- 
ed a few low flying seagulls, or perhaps 
the garage tilt-a-door. Has anybody 
found a suitable replacement? 

BRIAN BURGOYNE 
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TWO FACTORY PAPERS ISSUED DURING MANUFACTURE OF 
THE SILVER GHOST 


(Courtesy Jim Kelso) 
INSTRUCTIONS FOR HALF-HEADED BOLTS 


In connection with the use of Half- 
Headed Bolts. Mr. Royce would like 
to emphasise that the portion which is 
cut away should not be reduced right 
down to the stem of the bolt, but 
some suitable amount, say .025 to 
.050 should be left. This will provide 
a safeguard clearance for the reamer, 
which sizes the bolt hole and make a 
far nicer job altogether. 


When Half-Headed Bolts are used in 
free holes they should be made from 
round bar. When used in reamed holes, 
they should be made from square bar, 
so that a spanner can be used to correct 
the position of the bolt rotationally, 
and thus enable it to engage with the 
feature which locks it in position. 


LIMITS 


BOLT HOLES 

+10 for clearance bolt holes for non- 
fiting bolts, studs and screws. 

+5 on the drill size for tapped holes 

+1 for reamered parallel holes for 
fitting bolts 

+% for reamered taper holes for 
taper bolts. 


BOLT-HOLE CENTRES 


For clearance hole centres 
For tapped holes 


For reamered holes 


BOLTS 

Shank to be .001 less than standard 
with —2 limit on 2.B.A. bolts 

Shank to be .001 less than standard 
with —3 limit above 2.B.A. bolts. 
For other limits see ‘‘K”’ list. 


TAPER DIAMETERS 

+% on internal tapers 

—Y% on external tapers 

Allowance for draw to be made on the 
dimension. 


GROUND PARALLEL DIAMETERS 
+% on internal sizes 
—Y%  onexternal sizes 
+% — on internal sizes 
—Y. on external sizes 
+1. on internal sizes 
—1 onexternal sizes 
+2 on internal sizes 
—2  onexternal sizes 


For Ball bearings only 

For press, push driving and fine work- 
ing fits 

For medium working fits. 

For ordinary working fits such as pin 
joints. 


Allowance for the necessary ‘‘tight”’ 
or “slack” to be made on the dimension 


A parking cap for a Mk V1 Bentley. 
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OVERHAUL OF SLIDING ROOF — STANDARD STEEL BODY 


TO REMOVE SLIDING PANEL 

(i) Unlock and slide the roof panel to 
the rearmost position. 

(ii) Remove the screws from the three 
brackets retaining the finisher to 
the front drain channel (A, Fig. 
18). These are accessible from the 
top only. 

(iii) Lift front edge of finisher up- 

wards, as illustrated in Fig. 18, 

sufficiently to expose the screws 

retaining the brackets to the 
finisher, then remove the screws 
and brackets. 

Lower front edge of finisher into 

body, about 2 inches below roof. 

Slide forward, pivoting the finish- 

er sideways until one of the rear 

slide brackets is clear of the side 
channel, ease to the opposite side 
and remove. 

(v) Slide the roof panel forward to 
the closed position, and remove 
the two special headed screws, 
one at each front corner as 
illustrated in 1, Fig. 19. After- 
wards, ease front slide brackets 
outwards to clear slide, by insert- 
ing screwdriver through the holes 
in the trim pad. 

NOTE: Fig. 19 illustrates one of the 

front slide brackets with the trim pad 

removed for clarity. 

(vi) Lift front of roof panel upwards 
and slide forward until the rear 
slides are opposite the notches 
in the side channels at the rear 
of the aperture. 

Lift panel clear, taking care not to 
foul the locking rod. 


— 
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SERVICE OPERATIONS 

Examine drain holes in side channels 
and make sure these are free from any 
obstructions. Roof leaks are usually 
due to water building up in the chan- 
nels and not being cleared, due to 
choked drain tubes. 


Fig. 19 — The front slides 


1. Special Headed Screw 
2. Holes — Trim Panel Fasteners 


SLIDING ROOF RATTLES 

AND CREAKS 

(a) Remove sliding roof panel. 

(b) Remove the trim panel from slid- 
ing panel. This can be easily re- 
moved by the insertion of a screw- 
driver at the sides and unsnapping 
the concealed spring fasteners. 

(c) Roof rattles are usually due to 
metal to metal contact between 
the trim panel fasteners and the 
holes in the support panel (2, 
Fig. 19). In such cases, a cure can 
be effected by cementing a 1/2” 
strip of baize to cover all the fast- 
ener holes, a small hole being 
punched with a bradawl, or simi- 
lar tool, through the baize in the 
centre of the fastener holes. On 
refitting the trim panel, the 
baize will fold back in the holes 
and prevent the metal to metal 
contact. 

The baize strip should be cemen- 
ted in position. 

Another cause of this trouble may 
be due to “drumming” of the cen- 
tre of the trim panel, and if neces- 
sary the support panel should be 
insulated with a piece of felt at 
this place. 

(d) Creaks are usually due to dryness 
of the slides, and these should 
receive a thin smear of grease, 
applied with a cloth, if necessary. 
Care must be taken not to use too 
much grease as it may soil the 
headcloth. 


THE SLIDING ROOF LOCK 
Exterior and interior views of the lock- 
ing mechanism are shown in Fig. 20. 


On turning the operating handle, the 
operating bar 6, moves rearwards and 


turns the lifting rod 4, to raise the 
rear end of the sliding panel. At the 
same time, it forces the wedge shaped 
piece 5, to bind on the locking bar 3. 


Fig. 18 — The finisher retaining brackets 


It should be possible to lock the slid- 
ing panel in any position. 


A small amount of adjustment is pro- 
vided for increasing the lock pressure 
by slackening and moving the screw 1, 
forward; this will move the wedge 
piece 5, and so give a bind on the lock- 
ing bar 3. 


The locking bar 3, is attached to the 
rear roof channel, and any attention 
to this will necessitate the removal 
of the headcloth. This should only be 
undertaken if the services of a skilled 
coachbuilder are available. 


TO REPLACE SLIDING PANEL 
Reverse the previous dismantling pro- 
cedure, due care being taken not to 
damage the locking bar when lowering 
the roof panel into position. 


N.8. This is an extract from an original 
body manual published by the factory. 
At a later date the adjustable roof lock was 
discontinued. — Ed. 


Fig. 20 — The sliding panel lock 


1. Adjusting Screw 


2. Operating Hook 
3. Locking bar 


4, Lifting rod 
5. Lock-piece 
6. Operating bar 
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R.R.O.C, (Vic) Foundation Members 
and their wives at a “Founder Mem- 
bers and Twenty First Birthday” pic- 
nic outing to “Arboreal”, Temple- 
stowe on Sunday, 16th April 1978. 


Standing, beside Patrick Kane-White’s 
1924 20 HP (GRK81). Left to right: 
John Griffiths, Leith Gardner, Mrs 
Beryl Gardner, Noel Standfield, lan 
Banks, Joshua Perry, Mrs Vene Perry, 


aye 
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and 


Gavin Ladsen, Walter Vears, 
Patrick Kane-White. Sitting: left to 
right: Mrs Claire Standfield, Terry 
Bruce, David James, and Mrs Lila 
Ladsen. 


Of the 24 Foundation Members, from 
whose inaugural meeting on 7 April 
1957 at Walter Vear’s house in Highett 
the RROC (Vic) was established, 22 
remain, and 6 are still members of the 
Victorian Branch. Norman Carter died 
some years ago, and Bruce Blackburn 
more recently. For various reasons 


including other commitments, illness, 
and residence interstate/overseas a 
number were unable to be present. 
However, by virtue of Patrick Kane- 
White’s enthusiasm and efforts, we 
were able to muster 10 of our foun- 
ders on this occasion. 


a) = 


Our thanks to Arthur McDermott for 
the use of his property, to Patrick 
Kane-White for his stirling efforts in 
contacting and assembling our Foun- 
der Members, and to Harold Paynting 
for providing this photograph. 


JOHN REIS 
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Engine lubrication system 25/30 h.p. (Wraith). 
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Whilst in Adelaide | visited the well 
established coachworks of Chas Wright 
and Wife. The accompanying photos 
give some idea of the prodigous effort 
Charles has expended on his 191/17 
Silver Ghost Chassis 1524, 


The concept: A half model mounted 
on a mirror. The mural to the right 
is an impression of Jim Kelso in one 
of his more critical judging poses. 


All beading has been formed in gold- 
plated brass to ease maintenance. 
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The grog cupboard which was not 
opened for examination. 


The rear lights will be fixed. Internal 
lining is fine grain split leather. 


a 
p= 


~ 


This canework is carried around the 
back of the front seat. 


Details of the door construction. Win- 
dows are controlled by leather straps. 


The sconces surrounding the compan- 
jon units were specially cast. The 
mirror spot conceals a light. 
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DON APPLEBY’S ALBUM 


Don Appleby of York Motors Pty. Ltd., Sydney produced a collec- 
tion of photos of Rolls-Royce and Bentley cars in Australia that he 
has gathered over the years. Bert Ward was called on to provide the 
captions. If anyone can add to the information, please advise the 


Editor. 


BENTLEY 
=— 5 


Photo No. 13 


A 1951 Bentley Chassis No. B157GT 
owned by Reg Cahill who in those 
days owned several restaurants in Syd- 
ney and Brisbane and also had the con- 
tract in all Sydney and Brisbane thea- 
tres for the sale of drinks and choco- 
lates. He first purchased a 1947 Bent- 
ley B196 BH; he was a very hard cus- 
tomer at first as we had a lot of trou- 
ble with modifications to the early 
Bentley, but we won him over by good 
service, and he became a very good 
friend. Once he bought B151 GT he 


was a happy customer. When the first 
S series Bentley arrived in Sydney, he 
was very interested and | gave him a 
demonstration. He was more than 
interested in the model and decided he 
would take it, but it must be black. He 
asked me to make all arrangements 
with the Sales Dept, and he would call, 
sign up and pay the deposit. That 
night he had a severe heart attack and 
passed away. That was in 1955; B151 
GT is now owned by Mr W. Kelly of 
Orange, NSW. 


ey 


P 
LEAH WUOOL'S 


Photo No. 14 


Photo taken same time as Bentley 
B151 GT outside the service station 
in 1952, It is the famous Park Ward 
bodied Silver Wraith WGC47 and was 


bought at the London Motor Show 
1949 by Mr H. Bussell. This car is 
now in Canberra, and known to Bill 
Coburn. 


Taken in William Street, Sydney out- 
side York Motors Showrooms, Anni- 
versary January 1952, and was the 
start of a procession through Sydney, 
finishing at the show ground at Moore 
Park, to commemorate the 150th 
Anniversary of Australia. All drivers of 
the RR cars were dressed to suit the 
year of manufacture of car. First car 


Photo No. 15 


in the photo is a Morris ‘‘6” driver 
Tony Bennett, now in charge of RR 
Division of York Motors. Next car is 
a 1912 Silver Ghost then owned by 
Mr J. Hodge, Chassis 2583, the two 
men standing alongside the car being 
employees of the RR Division, A. 
Allan and Alex Brown. Next car 1928 
Phantom | Chassis No. 92 FH owned 


THE AUSTRALIAN MOTORIST. December 1, 1930. 


A Modern Service Station 


A Much Needed Institution 


by the late Dr Abernethy, driver Don 
Appleby. The next car is the famous 
Silver Wraith, Chassis No. WGC47, 
and the people standing are J ohn Lou- 
den then Sales Manager for Rolls- 
Royce and Bentley cars, his Secretary 
Miss Peg O’Neil and your truly Bert 
Ward. Next car is Bentley B151 GT, 
owner Reg Cahill, with his driver. 
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Despite the weather at the 1978 
Concours 


The beautifully executed head mech- 
anism presents as a mechanical appit- 
ude test for future owners. 


These indicator lights were recom- 
mended by the factory to meet certain 
legal requirements. Here they have 
been incorporated by the coach- 
builder to mount the lights on the 
leading edge of standard steel bodies 
for Silver Dawns and Bentleys. 


Peter Grawford’s Milliner S1 Continen- 
tal illustrated the ingenuity of coach- 
builders to adapt a standard Silver 
Cloud rear bumper to accomodate 
lighting. 


The manual gearbox with modified Boot space jis adequate for lunch. 
ratios is adapted from the Mark VI 
design. 


Alistair Angus’ Continental sports a With a pillarless saloon, trafficators 
spoiler, sorry air dam. can present a problem. 


b stette 


PARK WARD 


Showing the upper door catches. And in case you didn’t believe it. 
Clearly crash-testing was not a feature 
of vehicle design in those days. 


15 RM has had a long hard life, much 
of it carrying a delivery van body all 
over Victoria. Therefore, it was wel- 
come news that a retired engineer 
friend of ours would recondition the 
worn chassis. For six months my 
friend had the car, spending over 130 
hours on it. 


The type of work he did would never 
come from any commercial! establish- 
ment, and if it did, the cost would be 
prohibitive. 


This article at this stage to me has the 
ring of just another of those boring 
restoration stories, but | am so pleased 
with the work he did that it bears 
telling. 


Linkages 

The multitude of small levers, mixture, 
governor, advance and retard, foot and 
hand throttle all had their oval holes 
drilled out, and new clevis pins made 
and fitted. All bushes in the linkage 
systems were renewed, new shafts 
made where necessary; now the 
governor, a fascinating thing on a 
good Ghost, works splendidly as do 
all other controls accurately at a 
touch. Gone is the lag in response to 
movement of all hand levers and foot 


throttle. 


Hubs (axle) 

(Probably the most beneficial of all 
the reconditioning done on 15 RM) 
All four hubs were removed from the 
brake drums, a mandrel and a special 
cutting tool for the splines were made. 


The badly worn splines, which clattered 
unbearably at low speed, were all 
welded up, then turned down to size, 
milled, and splines re-cut with the 
special cutter. It was necessary to bore 
to correct shrinkage which occurred 
in the hub. New wheel bearings were 
fitted and brakes relined. 
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A TIRED GHOST NO LONGER Y 


Water Pump 

The bent and worn shaft was reduced 
to 17/32” and fitted with stainless 
steel sleeves; the housing halves were 
bored and rebushed to standard, and 
new packings fitted to the gland, 


Oi! Pump 

End clearance was reduced by .003”, 
body rebushed, end clearance reduced 
to zero, then a .002 gasket fitted. 


Clutch 

The original worn thrust bearing was 
discarded, and modified to take a 
modern type bearing. Clutch throw 
out fork assembly mounting points 
were built up to take up wear, and the 
ball joint reconditioned. 


Engine Coupling 

This had been reconditioned previous- 
ly, but was again aligned as per previous 
articles in Praeclarvm. 


Valve Tappets 

These were leaking oil and rattling — 
they were hard chromed and ground, 
and are now silent and almost oil tight. 
(N.B. John Millar has devised a scheme 
to make these oil-tight — Ed.) 


Sphere 

This had previously been recondition- 
ed, but was taken out for inspection 
and reducing of the play between steel 
sphere and bronze shell. 


Oil Level in crankcase 

The inadequate amount of oil normal- 
ly held in the crankcase was increased 
by %” by fitting a small tube in the 
overflow. 


Exhaust Systems 

A complete exhaust cut out has been 
fabricated to the original specification 
— the original one was missing. 


The new immediate pipe on which the 
cut out is mounted is at present being 
made, as is the rear silencer, all in 
stainless steel, together with the fish- 
tail outlet. 


Many other minor jobs were done, 
too numerous to mention, but together 
with a partial engine rejuvenation | 
carried out some years ago, my brother 
and | now have what we consider to be 
a quiet and satisfactory 1924 Silver 
Ghost. 


My friend could probably be coaxed 
to re-spline hubs, and make more 
Ghost stainless steel exhaust systems 
for anyone interested. 


15 RM was formerly a two wheel 
brake chassis, and the fitting of a P1 
front axle, 20 HP equalizer, and mod- 
ern power brake cylinder and stretch 
valve which may be the subject of a 
later article, works splendidly. 

JIM COOPER 


75 RM with Jim Cooper 


WWD 


GYMKHANA RESULTS 


Width Judgement, 4 mm, Car 46 
David Kenway 
Balance, 36 secs, Car 58 
lan Cocks 
Blindfold, 115 secs, Car 59 
Tom Barr-Smith 
Overall, 125 points lost, Car 59 
Tom Barr-Smith 


367 


1978 AUSTRALIAN INTERNATIONAL 


Wericl NIAC 


It is unlikely that we will ever see such a magnificent array of 
rare veteran and vintage vehicles again; cars from the days 
when motoring was a great new adventure, and motor bikes 
rare and interesting. Each has its merit, whether it was a 
spindly wheeled veteran, a dashing sports car from the vintage 
era, a tourer sedan or bike and side-car. The 16 day Rally, 
the prestigious event of the Federation Internationale des 
Voitures Ancienes was a credit to the Veteran Car Club of 
Australia which had the mammoth task of organising it. 


The event covered 1,900 km from Sydney to the Gold Coast, 
was divided into four groups and thirteen classes and was 
“mildly competitive’. There are some who might disagree 
with that description for it was no piece of “‘cake”’. 


Concours d’Etat and d’Elegance judging was carried out 
during the Rally and points were allocated for the Gymkhana, 
sub events and observation sections. 


Some competitors were extremely keen while others 
considered miles (km) and minutes irrevalent and absorbed 
the varied types of scenery — beaches, rivers, tropical rain 
forests, fruit plantations and mountains, while enjoying the 
exhiliration of driving their beloved vehicles. 


1923 Silver Ghost 26PK, Enclosed Cabriolet de Ville after Barker and 
¢ driven by Eric Rainsford. 
The two largest marque entries were the Fords (A’s and T’s) — 


and the Rolls-Royces, 45 and 36 respectively. There were also 
13 Bentleys entered. It was a thrill to see such a superb array 
of Ghosts. 


Other cars which caused tremendous interest were the 1927 
Black Hawk Stutz (who was it said ‘‘youv’e gotta be nuts to 
drive a Stutz?’”’) belonging to William Hurrah of the U.S., an 
ancient De Dion Bouton, a 1920 Chalmers believed to be 
the only one of its kind in the world and Lord Montagu’s 
4% litre supercharged Bentley. (The Ghosts and Phantoms 
may have been returning about 9 to 12 mpg, but the Blown 


1912 Silver Ghost 1972, Replica London to Edinburgh by Vanden 1914 Silver Ghost 45MA, North of England Carriage Co. Saloon, driven 


Plas and driven by G. Wilkinson. by George Roberts. 


1922 Silver Ghost 51TG, tourer reconstructed from an old body by 


Bob Walton and driven by Bob. 
A 


1920 Silver Ghost 158BW, Kellow Falkiner tourer driven by John 
Grant. 


1912 Silver Ghost 1888 with a transition body and driven by Dare 
Watkins. 


Bentley was giving only 6 mpg.) Another rare vehicle was the 
1900 Gardner Serpolett steam car and other names from a 
bygone era included Calthorpe, Hupmobile, Bugatti, Rugby, 
Sunbeam, Metallurgique, Sizaire et Naudin, Belsize, Lancia, 
etc. 


There were many superb motorbikes — Harley Davidsons, 
Indians, Sunbeams, Triumphs, A.J.S.’s, a Chater Lea, Nortons 
etc. and their riders gained much admiration for their stamina 
and prowess in handling their machines. 


There were numerous stories of hardship, split wheel rims, 
broken diffs, rods through blocks, stolen mascots and hub- 
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1928 Phantom | 96AL, Windovers Limousine recently restored and 
driven by Malcolm Johns. 


1926 Phantom | 101TC, Smith and Waddington tourer driven by 
K. Laycock. 
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1926 Phantom | 17TC, tourer built by G. Williams and driven by 
Don Jacquot. 


caps but, there were equal numbers of reports of kindness, 
mechanics working through the night, some even refusing 
payment. 


Roads were good mostly, with challenging climbs over the 
McPherson Ranges. On one section it was as if the hands of 
time had been turned back. The road was unsealed, narrow 
and bordered densely on either side with trees. Vehicles from 
the past were bouncing along, elegant and streamlined, stately 
and sporty, some putt-putting and some roaring and back- 
firing offensively. The arrival of a modern car was almost an 
intrusion. 
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1926 20HP GCK 
by John Budden. 


, Melbourne Motor Body Association saloon driven m. i 


Every aspect of the Rally is deserving of praise and each 
official, whether a marshall, accomodation organiser, baggage 
carrier, treasurer, director (especially the Director), 
Gymkhana organiser, or any one of the numerous other 


diligent workers, is worthy of our gratitude for a job well 
done. 


Thanks too, from the Rolls-Royce crews to the members of 


the Queensland Branch for affording us such a warm welcome 1938 25/30 GGR79, Smith and Waddington (1924) saloon driven by 
on our arrival in Brisbane. Peter Legh standing in for Judith Bisley whose 20HP was not ready. 


June Bradshaw 
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WHERE IS THIS CAR? 


Motor Life JANUARY 31, 1925. 


L to R: Bob Walton, John Lockeridge, George Williams, Peter McGrath, 
John Grant, Eric Rainsford and Dare Watkins. 


Top: 
TANDING beside the Rolls-Royce are Mrs. Frank 
eee Seti ak ae See ee Sa \Y Albert and her son, both of whom take no little ‘ 
G. Wilkinson, Maurice Markoff, K. Laycock, Malcolm Johns, Don delight in motoring. Mr. and Mrs, Albert and their 
Jacquot and D. Neely. fami'y lately completed a world-wide tour, but have now 


settled down again in their home at Elizabeth Bay. Mr. 
Albert is a well-known figure in the yachting world, and 
many enjoyable week-ends are spent on the waters of 
the Hawkesbury. 


Ray Millington, Warren Hyslop, William Budd, R. Schuster, Arnold 
Roberts, Roger Johnston, Bill Cutts and Peter Legh. 


is 


The numberplate said “GO” and go it did! Laurie O’Neil’s 8 litre Detail of speedometer drive — 1912 
Bentley. Silver Ghost Chassis 1853E. 
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MYSTERIES OF ROLLS ROYCE CHASSIS HISTORY RECORDS 


GYL82 and GBM55 20 HP chassis 
were delivered new in France, but 
were returned to England in 1939, 
overhauled and modernised with stay- 
bright radiator and vertical shutters, 
new bonnets which were wider at the 
rear, and fitted with an overhanging 
aluminium dashboard, the same as the 
20/25 R series. 


Mr E. Wright, of E. Wright & Co., wire 
workers, of Cleveland Street, Chippen- 
dale, was a great friend of my partner 
Alf Appleby and myself, due to the 
fact that although we were the Rolls- 
Royce retailers, we also had a section 
of our service station, where we car- 
ried out service and repairs on other 
cars besides Rolls-Royce and Bentley 
cars. Mr Wright was one of our good 
customers. It was during his visits to 
our service station, which was just 
around the corner from Cleveland 
Street, that he got very interested in 
20 HP Rolls-Royce cars, but we 
could not find a car to suit him. As he 
was going to England, we told him to 
contact Rolls-Royce Ltd. and gave 
him a letter of introduction. 


It was through Rolls-Royce Ltd that 
he purchased the two chassis, GYL82, 
and GMBS5, and they were duly ship- 
ped, to Appleby and Ward. Our Cus- 
toms Agents landed them and they 
were uncased in Balfour Street, 
Chippendale. On Mr Wright’s return, 
he decided that as GBM55 was the 
later model chassis of the two, he 
would have a body built to suit him. 
The body was built by one of the Pro- 
perts, who left the firm of Properts 
Ltd., of King Street, Newtown, and 
started in business in Missenden Road, 
it could have been classed as Newtown, 
but was so close to Camperdown that 
| would say Camperdown. The body 
built on GBM55 was the same body 
when this chassis was purchased by 
Judith Bisley, but this car had had 
many owners in the interim. When 
Mr Wright decided to sell, | sold it to 
a Mr Berneys, of Lifeguard Tobacco 
Co., who used it for a long period. 
Then 1 sold it to a Mrs Elliott of 
Bowral, who did a large mileage, 
but the car was always kept in good 
order. 


As to GYL82, | sold this chassis to a 
Mr Mosely, quoted as an ‘Egg and But- 
ter’ man. It took me three months to 
sell the chassis with many demonstra- 


tions. When he did purchase it, he went 
to the Properts in Missenden Road to 
see what type of body he could get 
built to suit this chassis at the lowest 
possible price. The body was as austere 
as possible, but it suited Mr Mosely, as 
he looked after this car like a baby. He 
did not, however, use this car as a 
chassis on his egg and butter run. As 
soon as he had paid for chassis and his 
cheque was cleared, | delivered the 
chassis to Properts of Missenden Road, 
and when the body was completed | 
picked up the car and drove to Balfour 
Street, where all the wiring and instru- 
ments were connected up. 


Mr Scarlett, who subsequently pur- 
chased the car, kept it for a couple of 
years, and after he sold it, | lost all 
track of the car until Ross Fitzpatrick 
told me he had purchased it and that 
he was restoring it to new condition. 


CHASSIS PLATE ERRORS 

There is one Silver Cloud in Australia, 
which was delivered in Sydney and 
the chassis plate was stamped LSWC- 
502. This should denote that it was a 
left hand steering model. The car was, 
however, a right hand steering car. 
Now, are there 2 — LSWC502 Silver 
Clouds in the world, one left and one 
right hand steering? | wrote to Rolls- 
Royce Ltd. and after a long period, a 
replacement plate with SWC502 stamp- 
ed on it was sent to me. As the car was 
delivered to an owner in Queensland, 
we had little chance of changing the 
chassis No. plate, which | still have, 
and the car presumably still has chassis 
No. LSWCS502 plate on it. 


Number 13 was never used in chassis 
numbers. This policy came into force 
after the Silver Ghost, but all chassis 
produced were classed into series such 
as chassis GYL82 was part of the ‘L’ 
series, which started with GXL1 and 
finished with GWL41. During these 
series many modifications were incor- 
porated, such as with chassis No. 
GXL42. These were fitted with 2 
gallon petrol reserves, Zenith petrol 
filters and 5 ring pistons. On GYL1, 
rear hydraulic shock absorbers were 
fitted. GBM55 was an ‘M’ series, and 
starting with GBMI1, the engine was 
fitted with an oval web crankshaft, 
and improved steering geometry. Then 
we had series ‘NA’, ‘NB’, ‘OA’, then 
‘O’ series, yet chassis No. GEN1 — 41 
were in ‘NA’s’ and GEN42-81 were in 


‘NB’ series. The big modifications, 
however, came in the ‘O’ series, as 
chassis GXO1-10 were 20 HP engines, 
then chassis GXO11-111 were fitted 
with a 3%” bore engine which was 
a 25 HP engine. As Rolls-Royce Ltd. 
often made modifications during a cer- 
tain series of chassis, they and the 
retailers always demanded the chassis 
number and not the engine number 
when ordering spare parts. When 
GXO10 chassis was purchased, it was 
a 3” bore engine, yet GXO11 was a 
3%” bore engine. The same happened 
with the last of 20/25 chassis. These 
had Borg and Beck clutches and 
hypoid rear axles which were standard 
with the 25/30 HP chassis. Only 11 
chassis, which were the last of the 
20/25 HP’s had these modifications. 
GTK41 did not have it, but GTK42 
did. 


Rolls Royce sometimes did strange 
things, but the modifications were 
always to improve the car. 

BERT WARD 


Bound copies of Praeclarvm to 76-6 
with index are now available. 


372 


The following Road Test on a Phantom II is reprinted from ‘Cars of 
Today”, October 1932. 


ROLLS-ROYCE “PHANTOM II.” 


Specification:—Number of cylinders, 6; size, 108 by 139.7 mm; capacity, 
7,668 c.c., nominal h.p., 43.3: number of main bearings, 7; overall 


forward gear ratios, 3.72, 5.06, 7.44, and 13.08 to 1; petrol capacity, 20 
gallons; tyres, 33 by 6.75 in.; turning circle, right 55 ft. 7 in., left 49 ft. 6 in.; 
wheelbase. 12 ft. 6 in.; track, 4 ft. 104 in. (front) and 5 ft. (rear); ground 


clearance, 94 in.; weight of car, over 2 tons. Chassis price, £1,800. 


The 40/50 h.p. Rolls-Royce 
“Phantom II” is designed to run 
smoothly, to accelerate quickly, 
and to work under a wide range 
of speed on top gear, rather than 
at the highest rates. It is very 
comfortable, and in the main 
simple and pleasing to drive. 

The car submitted for test had 
done nearly 30,000 miles, mostly 
on experimental service and 
therefore of unusual severity. The 
body was a four-window four- 
door Barker saloon; one or two 
shortcomings, such as_ rather 
broad pillars in front, and a three- 
piece screen which was apt to cut 
one’s view, have, I understand, 
been, overcome in the latest 
model. The body was remarkably 
free from rattle and was comfort- 
able. There is a luggage trunk 
behind and two spare wheels. The 
doors are taken almost down to 
the running boards. 

The six cylinders are cast in 
two blocks but have a one-piece 
detachable aluminium head. The 
valves are over the head and have 
bronze seatings. Pushrods work 
the rockers, and the cup of the 


connexion is on the pushrod and 
thus retains lubrication. Adjust- 
ment is by ordinary threaded bolt 
and lock nut. The valves have 
single springs, but the engine runs 
very quietly. The pistons are of 
aluminium alloy. A set of spark- 
ing plugs is on either side of the 
engine and can be worked with 
the independent ignitions or to- 
gether. The lubrication is forced 
throughout the engine, even to the 
gudgeon pins, and over the valve 
mechanism is a cover held by 
four permanently attached hand- 
screws. The exhaust manifold is 
on the near side and has three 
branches; the pipe connexion is 
central. Behind the timing case is 
the generator, and at the back, 
driven by a long shaft with disc 
couplings, is the magneto. The 
make-and-break can be seen in a 
mirror if it is not desired to take 
out the floorboards. A vacuum 
pump driven off the camshaft 
takes the air from the autovac 
tank on the dash — this is better 
than being dependent on the in- 
duction pipe. The main petrol 
reservoir is at the back of the 
chassis, and has the filler well to 


the near side. There is a petrol 
gauge on the instrument board 
and a true reading can always be 
obtained by a small pump. The 
sequence starter is built-in under 
the back bearer arm and there- 
fore can only be got at from 
below with part of the under- 
shield removed. The deep honey- 
comb radiator has shutters in 
front worked by hand from the 
dash. 


On the off side there is the 
water pump. The gland is open 
for adjustment, but cannot very 
easily be repacked, but repacking 
should not often be necessary as 
the gland is double packed and 
has grease between. There is a 
handy drain tap to the system and 
should the pump go wrong the 
water can still circulate naturally. 
The inlet manifold has six 
branches, and is of aluminium; 
the mixture is taken up behind it 
and brought down through a 
fan-shaped piece. The gas is 
water-heated.- The carburettor is 
the same as before and looks 
more complicated than it is. The 
coil is in a cool place in front of 


the engine and the make-and- 
break and distributor, being ver- 
tically driven, can be easily 
inspected. There is automatic 
advance and retard for the igni- 
tions. The oil distributor can be 
got at under the bonnet and the 
filler is accessible in the rear 
bearer arm. There is no gauze 
here and a bottom plate must be 
freed from the sump to clean the 
filter. Drainage also must be done 
here by a plug. There is a good- 
sized petrol filter on the dash and 
a metal bowl is better than a glass 
bowl as it cannot get cracked. 


The steering-box, which con- 
tains worm and nut, is well 
forward, being below the car- 
burettor and about mid-way in 
the length of the engine. The 
front hydraulic shock absorbers 
can be replenished under the 
bonnet. Engine, single-plate dry 
clutch, and four speed offside 
controlled gear-box are held at 
four points with an additional 
point at the back of the gear-box. 
The chassis has centralised lubri- 
cation, and included in _ the 
system are such bearings as those 
of the clutch and pedal shafts. 
The speed lever works in a visible 
gate, and the hand brake lever, 
which works separate side-by-side 
shoes at the back, is on the off 
side of it. There is a filling plug 
at the top of the gear-box and 
a dip stick; on the near side is 
the mechanical servo for the 
four-wheel brakes. The propeller- 
shaft is open, and has metal uni- 
versal joints. The shaft is allowed 
sliding movement; and here is 
a grease valve, which with one on 
the front axle and one on the 
back are the only points in the 
chassis to be lubricated indepen- 
dently of the foot-operated half 


automatic system. The metal uni- 
versal joints are said to contain 
enough oil for 5,000 miles. 


The fully floating back axle 
has a hypoid bevel gear. It 
provides a low floor level 
without loss of ground clear- 
ance. The familiar cantilever 
suspension at the back has given 
way to very long half-elliptical 
springs, which pass below the 
axle, and are held out of centre. 
The front springs are flat and 
shackled in front. A little more 
travel is now allowed with a 
slightly longer shock absorber 
arm. The back springs also work 
with the Rolls-Royce hydraulic 
shock absorbers. The spring 
leaves are drilled and channelled 
and oiled automatically from the 
central system. The brake drums 
are enclosed, and each is adjusted 
by a locking nut and serrations on 
the arms; this arrangement is but 
moderately handy. The servo 
can be altered for travel of the 
pedal. The front brakes work by 
pull-rods. 


At 1,000 r.p.m. of the engine 
the vehicle speeds are given at 
26.33, 19.29, 13.13, and 7.4 miles 
an hour on the four respective 
forward gears. 


ON THE ROAD 

The engine is very well behaved 
with plenty of life, as it should 
be for its size and class, and is 
only a little vigorous when under 
very heavy and sudden load at 
really low rate. Otherise it is 
always silky and never gets in a 
fuss. The brake-horse-power is 
not stated. The cooling worked 
well. I put the comfortable 
highest speeds on second, third 
and top at about 45, 60, and 80 


miles an hour. On dry roads and 


with two up, but a heavy wind 
almost dead ahead, 63 was 
reached on the stretch. On a 
short piece, with gradient and 
wind favourable, 75 was touched; 
the engine turned happily and 
quietly at this rate, and had I 
not looked at the speedometer, 
which appeared to be accurate, 
I might have thought that the car 
was doing not more than 50 or 
so. The rates on the new Dash- 
wood Hill were 30 and 65—a 
good performance with the wind. 
I tried a standing start for the 
old hill, on top, but with the 
high gear and the weight of the 
car (well over 2 tons) the clutch 
slipped. This also happened on 
third. With a standing start on 
second the car ran at its maxi- 
mum of 45 all the way, and I 
had some reserve. Except for this 
slip the clutch action was good, 
and I liked the gear-change. I 
should prefer less responsive 
and firmer steering, but the lock 
is wide for the size of the car, 
and the action was always light. 
The suspension was effective, and 
the saloon cornered well. The 
indirect gears are as quiet as 
they have always been on this 
make; it is, in my opinion, one 
of the great merits of the Rolls- 
Royce. The engine governor 
makes starting from rest on an 
up-gradient simple. The hand 
brake was of use, and the four- 
wheel brakes were soft but amply 
powerful, well graded and even. 


Courtesy 


‘Beaded Wheels’ 


Note:—The radiator shutters are worked by a thermostat, and the 
mixture is exhaust-heated. A special cleaning oil filter is connected with the 
clutch pedal, the tyres are 32-inch, and a form of easy-change gear with a 
quiet-third is now incorporated in the gearbox. 
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) 
More Tanunda ‘78 
The new Federal Registrar Patrick 
Kane-White holds his breath. 


Jim Matches shunting B317FU. 


gez, 
= 


Victorian President lan Dodd threaten- 


ing to burn a hole in the roof of John 
Sproule’s 20 HP chassis GYK8&2 
lan Cocks Park Ward bodied B107BL. 


(Martin and King). 


Fa’ 


ky, 


Dennis Deasy proving it in George 
Harris’ 6TB. 


The Federal Secretarial vehicle B413CT 
kindly lent by Eric and May Goudie 


Dave Watkins demonstrates the sur- 
geon's skill in his T Type. for the trip. 


20 HP GEARBOX 

The first 3 speed 20 HP chassis did 
have trouble with the 1st gear sliding, 
in that under normal use, a tooth would 
just drop out of the gear, just as if 
each tooth was fitted into a socket on 
the gear hub. It was lucky that when 
the tooth dropped out, it fell to the 
bottom of the box and did not cause 
other damage. However, when this 
gear had to be replaced it was neces- 
sary to replace the pair, as the modif- 
ied 1st sliding gear would not operate 
other than with its matched gear. Of 
course, this gear did get a lot of work, 
due to the small H.P. of the engine, 
and with the chassis weight of 23 cwt, 
plus the heavy weight of some bodies 
fitted to this little chassis. This mod- 
ified Ist gear was made a standard 
fitting on later model 3 speed 20 HP 
chassis. The 20 HP 4 wheel brake 4 
speed gear box model had the same 
trouble with the 3rd speed sliding 
gear, which was subject to a lot of 
work. The trouble with the 3rd 
speed sliding gear was the same, a 
complete tooth would just drop 
out. A modified complete 3rd speed 
gear set, which comprised 3 gears 
was introduced, and fitted as a re- 
placement in cases of failure. It was 
standard in late model 20 HP chassis. 


20/25 HP 

We know that the 25 HP chassis was 
produced during the ‘‘O” series. In 
that chassis, No. GX010 was produced 
as a 20 HP, and GXOT1 was a 25 HP 
chassis. All that had been carried out 
was that the engine of GX011 had an 
engine with a 3%” cylinder bore, 
whereas GXO10 was produced with a 
3” bore engine, which was the standard 
size of the 20 HP engine. 


The 20/25 HP chassis was modified on 
chassis GLR1, which was 3” longer. 
With GLR26 they increased the com- 
pression ratio to 5.25 to 1, fitted a 
new exhaust manifold, and flexible 
engine suspension. Chassis No. GXT22, 
had a synchromesh gear box, compres- 
sion increased to 5.75 to 1, a high lift 
camshaft, heavy exhaust valves, and 
stronger clutch springs. Then in ‘‘Z” 
series, the gear box was fitted with a 
silent 2nd gear. However, many more 
modifications were carried out to the 
20/25 HP chassis during its production 
until, with the extra length of the 
chassis, plus extra weight bodies, it 
was found that the chassis was under- 
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NOTES ON PRE-WAR CARS 


powdered. On the last 20/25 HP chas- 
sis_K2 series, Rolls-Royce started to 
incorporate some of the 25/30 HP 
chassis features, in that 11 chassis, 
starting with No. GTK42, were fitted 
with Borg & Deck clutches, hypoid 
rear axle and Marles steering boxes. 


CLUTCH 

One of the main troubles with the 
20/25 HP chassis was the clutch. This 
trouble did not start until the syn- 
chromesh gear box was introduced. 
With this type of gear box, engine 
oil was recommended, and as no spec- 
ial oil seals were used, the light oil 
leaked into the clutch housing. With 
the heat generated the oil vapour 
entered the clutch, and if not kept 
washed, the clutch linings would get 
saturated and slip. Although stronger 
springs were fitted, slip still did occur, 
and in the end the clutch would have 
to be relined. 


A modification did help in that the 
heat and oil vapour could get away. 
This was to remove the inspection 
plate from the clutch housing, held by 
4 %” BSF nuts and washers, cut out 
the centre of the plate, which is alum- 
inium and not hard to carry out, and 
fit strong wire gauze over the hole. This 
allowed the heat and oil vapour to 
escape. This is also a good modification 
to carry out on the 20 HP chassis, 
although they do not suffer to the 
same extent with this trouble like the 
25 HP. Some owners might find an 
extra washer fitted under the 20 HP, 
and early 25 HP chassis clutch springs 
to give more tension to these springs, 
but R.R. Ltd. stated that the washer 
must not be any thicker than .100”. 


On some 25 HP chassis circa 1933, 
Rolls-Royce produced and fitted a 
spring drive centre specially clamped 
clutch plate. The design and manu- 
facture of this type of plate was an 
excellent idea, being similar to the 
present spring loaded Borg & Beck 
clutch. However, it was not a success, 
and we had troubles with rattles and 
shuddering. This plate was built around 
the old 20 HP plate so we just fitted a 
standard 20 HP plate complete with 
hub as a replacement. This type of 
plate was also fitted to the first 3% 
litre Rolls-Royce produced Bentleys, 
and we had the same trouble. The plate 
was deleted by Rolls-Royce Ltd. on 
“G2” series, and the standard 20 HP 


plate used until the Borg & Beck clutch 
was introduced. 


25/30 HP 

This chassis was produced from the 
last 25 HP chassis, except that the 
engine bore was increased to 3.5” and 
fitted with a down draught Stromberg 
Carburetter. The Hypoid rear axle had 
a9 x 41 ratio. This chassis, fitted with 
the larger engine, was a perfect car. 
With the extra power it made a lovely 
car to drive, however it had its trou- 
bles. 


ENGINE 

The early 25/30 chassis gave trouble 
with over oiling of the engine, and 
piston knocks. It was necessary to 
dismantle the engine, expand, refit 
and lap the pistons in the bore until a 
good bedding was achieved. A modified 
type piston ring, of ‘‘L” section, was 
fitted to overcome the over oiling. 
This piston ring was fitted as standard 
on chassis GRM72 onwards. 


CLUTCH 

This unit, was very fierce. To rectify, 
the clutch had to be removed and the 
clutch plate (Borg & Beck) linings 
removed and replaced with Thermoid 
linings. This type of lining was a much 
softer material than the original. This 
type of lining was available from Smith 
& Rees, Wentworth Avenue, Sydney. 
The Thermoid linings, however, were 
fitted as standard on GGR29 onwards. 


Another trouble which we had in 
N.S.W. on this model was overheating 
of the engine. As usual, everything was 
checked for the cause, but the trouble 
would disappear for a period, then 
return. After a lot of checking it was 
found that the water pump was the 
cause. When the car was stationary, 
this would operate, as one could see 
the water being pumped into the 
radiator, but on the road the pump 
stopped operation. The cause was 
that the shaft where the impellar or 
rotor was fastened would fracture. 
At slow speed, there was enough 
friction for the impellar to revolve, 
but as soon as the engine speed in- 
creased, the shaft would turn but not 
the impellar. This happened to a few 
25/30 HP, and we also had the same 
trouble on one P111. 


There has been a lot of talk about 
cracks in the cylinder heads of 25/30 


HP engines, and that this is a fault 
with them. This is not a fault, and | 
will go further and say that not one 
25/30 HP delivered in Australia has 
this trouble unless the water system 
has run dry and the engine overheated. 
The only cars that have trouble with 
cracks in the head are those cars that 
have been purchased in England 
second hand and brought to Australia. 
Apparently at some time or another 
the engine has been subject to the 
water system freezing. One of this 
model car was purchased in England 
and brought to Australia. Soon after 
arrival in Sydney, water started to 
leak into the engine sump, and it was 
found on dismantling, a piece of the 
cylinder wall approx. 3” in diameter 
came out of the water hacket. A new 
cylinder block was necessary. 


Bert Ward 


Pictured is the lady who whilst Secre- 
tary of the Victorian Branch married 
the President of that Branch, Whilst 
we believe this is without precedence 
there is no constitutional bar and any 
collusions could only be pleasurable. 


Helen is driving Cliff Allin’s 1924 
Silver Ghost 113 AU by Maythorn. 


They, without the Ghost are taking a 
holiday commencing this month fol- 
lowing their arduous term of office 
and calling in to Hawaii, via New Zea- 
land, Tahiti, Los Angeles, Miami, 
Nassau, London, England, Scotland, 
Switzerland, Vancouver, Seattle and 
San Francisco. We wish them well. 


INSTALLATION OF DOOR SEALS — OUTER — MARK VI, SILVER DAWN 


This seal is a very soft sponge rubber, 
roughly triangular in section, as 
shown at ‘A’ on the diagram and the 
apex of the triangle forms the contact 
point for the door, except in the spec- 
ial instance of the trunk door (see 
later). Owing to its spongy nature, the 
rubber is very susceptible to oil or 
grease. 


NEW SEAL NORMALLY APPLIED 


The seal is held in position by adhesive 
and it is essential when applying to 
make sure a liberal quantity enters the 
groove in the base of the seal. The 
adhesive should be applied both to the 
seal and to the channel in the body 
which is to receive the seal. The best 
results are obtained if the adhesive 
is allowed to get tacky before finally 
pressing the two surfaces together. 


SIDEWAYS AS 


APPLIED TO TRUNK 


DooR, ENce D 


TRIM AS NECESSARY 


NEW SEAL LYING 


When applying the rubber to the main 
doors, start at the centre post at the 
top corner (C) where a mitre joint is 
essential. Then work downwards a 
short distance at a time, making sure 
that the apex of the section is lying in 
a Straight line, owing to the extreme 
flexibility of the rubber this requires 
care. Only right-angle bends need a 
joint as the rubber will accommodate 
the others. The action of the door 
shutting tends to push the seal side- 
ways, particularly on the length above 
the top hinge on the centre door post, 
so it may be found necessary to reduce 
the volume of the rubber by cutting a 
thin layer off the base of the traingular 
section with a pair of scissors. This 
operation must be carried out before 
the adhesive is dry and the seal must 
be pulled away carefully as it readily 


tears. 


The lower edge of the trunk door (D) 


which makes a joint with the upper 
edge of the spare wheel compartment 
treatment 
shown on the diagram whereby the 
rubber is applied lying sideways, as 
room for the 
rubber to be applicd normally if the 
spare wheel compartment lid is to shut 


lid requires the special 


insufficient 


there is 


properly. 


az 


Seat aed beac TLS i aiaagEM A an rete iibaeaies 


SEAL LENGTHS 


Front door, outer, 2 off. length 108” 
Centre post, centre, 4 off. length 16” 
Centre post, lower, 4 off. length 10” 
Centre post, upper, 4 off. length 24” 
Rear door, outer, 2off. length 111” 
Trunk door, upper, 1 off. length 74” 
Trunk door, lower, 1 off. length 40” 
Spare Wheel door, 1 off. length 64” 


(Edited from Factory Bulletin BB-47 of 
May 48) 
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EDITORS NOTE: 

It is vital that a small gap be left in the 
rubber at the seal joint at the bottom of 
the centre pillar. This allows water which 
drains from within the door, to escape. 
Otherwise the bottom trim panel inside 
the car gets wet and warps — doesn’t it! 


VALVE AND IGNITION TIMING DATA 


ROLLS-ROYCE PRE-WAR CARS 


EDITOR'S NOTE: Full acknawledgement is made to the factory for the 
following information. The detail has been extracted from TSO 2022 
published in 1962 by the Technical Publications Department of the 
then company Rolls-Royce Limited. Bert Ward has lent me the booklet 
and | intend reproducing it in serial form under the above heading 


fo provide a ready reference for readers. 


(Continued fram page 303) 


PHANTOM III 
CHASSIS: A, B AND C SERIES 


Flywheel Marking Clearance 
.020 in. (.051 cm) 
Running Clearance 
.006 in. (.015 cm) 
BETWEEN THE VALVE STEM END 
AND THE ROCKER ARM FACE 


AA1—'A’ BANK ADVANCED IGNITION 
BA1—‘B’ BANK ADVANCED IGNITION 


THE STRAIGHT EIGHT 
BENTLEY 


Volume II No. 138 of the factory 
paper ‘‘Royce-Royce News” published 
in January 1963 announced the retire- 
ment of W.A. Robotham (Rm) a direc- 
tor of the Company. An account of his 
44 years with Rolls-Royce reveals 
some interesting background to the 
Post-War cars and excerpts are repro- 
duced for interest. 


Bert Ward also adds an_ interesting 
corollary to the ‘‘scalded cat” story, 
a picture of which appeared in the 
Robotham account. It is my under- 
standing that the loan of the eight 
cylinder Bentley to Prince Phillip 
resulted in a delicate recovery exer- 
cise as HRH was reluctant to part 
with the beast. The story about the 
car that an influential group prevailed 
on the factory to produce an eight- 
cylinder Rolls-Royce which resulted 
in the birth of the rarest of breeds 
the Phantom IV. One of these cars 
was presented as a wedding present 
to the then Princess Elizabeth who 
now as Queen is the only original 
owner of one of these cars. 


Rm assisted in the development of pre- 
war Phantoms, the 3/-litre and 4/- 
litre Bentleys and headed the technical 
team which prepared E.R. Hall’s Bent- 
ley for the Ulster Tourist Trophy races 
in 1934/5/6. This car, as a lone R-R 
entry, achieved the fastest time each 
year, being beaten only on handicap. 


“When war was declared, not unnatura- 
lly all facilities available for the manu- 
facture of motor cars were immedia- 
tely switched to Merlin production, 
and this included the capacity for pro- 
ducing prototype parts. Overnight, 
therefore, an excellent design and 
development team was left with noth- 
ing to do. At this point in time, the 
slender assets of the Rolls-Royce 
Motor Car Division — as it was later 
to be called — consisted of drawings 
of various prototype post-war motor 
cars, including prototype F-head six- 
cylinder engines, and half a dozen 
coach-built motor cars. 


‘It appeared essential, therefore, that 
if Rolls-Royce motor car production 
were to be re-started successfully at 
the conclusion of hostilities, the team 
of technicians should be kept together; 
the drawings should be preserved; and 
the prototype cars kept running, or at 


least stored in a safe place. 


‘The first step was to ship one fairly 
comprehensive set of drawings to the 
USA, together with two prototype 
cars to Canada, and to store a second 
set of drawings and tracings in the 
strong-room of a bank at Ashby-de-la- 
Zouche. The Navy were kind enough 
to co-operate by transporting the 
drawings to Canada on a destroyer. 


‘At the beginning of the war we had 
two of the post-war rationalized 
experimental cars runnings tests in 
France and in these | had just done a 
comprehensive Continental tour. One 
was a_ seven-passenger limousine 
known as Big Bertha, and the other 
— the forerunner of the post-war 
Continental Bentleys — the Corniche. 
The big car got across the Channel 
safely but the Corniche was destroyed 
by a bomb on the quayside at Dun- 
kirk, and all that returned to us was 
the set of ignition keys — a sad loss of 
much excellent development work. 


‘Where to locate the remainder of the 
prototype cars and the personnel pre- 
sented rather an acute problem. How- 
ever, investigations showed that there 
was a derelict iron foundry at Belper 
called Clan Foundry which was unoc- 
cupied and thither the motor-car 
design, detail and development team 
was transferred in stages over a period 
of nine months — the advance guard, 
headed by Harold Hunt, moved in 
under conditions of acute discomfort. 
The buildings had a dirt floor, was 
infested with rats, and the roof leaked. 


‘By this time | was operating as Chief 
Engineer of Tank Design in London, 
and it occurred to me that, having 
already produced six- and eight-cylin- 
der versions of our engine, if we could 
make a four, there was a good possi- 
bility that the Army would be interest- 
ed in the whole range of engines for 
their wheeled vehicles. 


‘One of our experimental cars had a 
light but adequate coach-built body 
and was fitted with a bored-out 6.3 
litre eight-cylinder engine, now known 
as the B-81. As can be imagined, the 
performance of this car was quite 
phenomenal and it achieved a mean 
average both-way speed of 101 mph 
along the Grampound Road, Cornwall, 
and climbed Porlock gradient on top 
gear (there were no automatic gear- 
boxes in those days) on the same day. 
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‘It was demonstrated to various top- 
level soldiers, including General Sir 
Charles Dunphie (now Chairman of 
Vickers) and aroused great interest; in 
fact, the car earned for itself the name 
“Scalded Cat’. 


‘The next move was to design and 
manufacture the four-cylinder version 
of this range, and this we fitted toa 
small coach-built car which we called 
the “Ripplet”. The engine was very 
flexibly mounted and the car only 
weighed 30 cwt. It was surprisingly 
smooth and had a reasonable perfor- 
mance. The engine was fitted with a 
standard single SU carburettor, having 
a long zinc-base alloy throttle body. 
| used this car at the Ministry for a 
time and one day, returning from 
lunch and crossing Parliament Square 
with a senior Army officer in the car, 
we stopped at a red light and my 
driver could not re-start. | investigated 
the trouble and, after looking under 
the bonnet, found that the carburettor 
had broken off across the throttle 
body, due to excessive movement of 
the engine when idling, and was lying 
in the undertray. A quick trial showed 
that the carburettor could be re-fitted 
and that the two parts of the jagged 
fracture were intact. My driver, there- 
fore, drove back to Shell-Mex House 
with me, in a bowler hat and striped 
trousers, sitting on the wing of the 
car, holding the carburettor in place 
with my foot! | often wish | could 
have heard the story related by my 
passenger when he returned to his 
Mess. 


‘By the end of the war the adoption 
by the War Office of what had by then 
become known as the B-range of 
engines had considerably advanced the 
development of the engines to be used 
in our post-war motor cars and at the 
same time resulted in continuing work 
for the War Office in post-war years — 
work which has produced valuable 
orders for the Company. 


‘Much improvement and many installa- 
tional changes have subsequently been 
made by Crewe to the B-range but it is 
a source of great satisfaction to the 
Clan Foundry team to know that 
many thousands of the range have 
been made to date. 


‘The post-war pressed steel body, the 
first fully-tooled body ever to be made 
by Rolls-Royce, was projected at Bel- 
per by Evernden, and a home-made 


wooden mock-up for inspection by the 
directors was constructed at Clan 
Foundry. Mrs Whyman made a great 
contribution to the trim by responding 
to an SOS to bring her sewing machine 
and sewing all through the night so 
that the car would be ready when the 
directors came to view it on the 
following morning.’ 


The Scalded Cat, | first heard about 
this car in 1947, a prototype Bentley 
chassis. Our then Chairman of York 
Motors, the late Maurice Shmith was 
in England for showroom purposes. He 
had hoped to get the agency for N.S.W. 
for the ‘B’ range engine. We had a 
special chromplated stand made for 
the engine and it was on this stand in 
the service station that the late Sir 
Cecil Hoskies saw it. Now Sir Cecil 
had purchased a Mark VI Bentley 
B201 AJ, the 3rd Bentley to arrive 
here, and he had also learned about 
the Scalded Cat, and after seeing this 
8-cylinder engine, he wanted to pur- 
chase it for B201 AJ, he did not like 
the idea of the alterations which 
would have to be done, and the cost 
and B201 AJ was still under guarantee. 
| approached England. They said not 
on your life are you to fit this engine, 
so that was the end. A division of 
York Motors were the agents in 1947 
for Dennis Trucks, and all Dennis fire 
engine chassis were fitted with 8-cylin- 
der RR engines. They landed one of 
their chassis and | had to check and 
test the engine. It was a beautiful 
thing to drive, except that on this 
chassis it was fitted with a crash gear 
box, and the clutch which was not 
Rolls-Royce prevented a quick gear 
change. This lost a lot of performance, 
however the later chassis had the 
automatic gear box fitted. Before | 
retired, | had to send a mechanic to 
Darwin to service the boxes on fire 
engines, and on his return he said with 
this box they were a delight to drive. 

BERT WARD 
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ENGINE DATA 


The following data cover all ““B’’ range petrol engines and, except where 
specifically stated, the details are common throughout the range. 


TYPE 


NUMBER OF CYLINDERS 
B40... a 
B60 and B61 .. 
B80 and B81 .. 


MAXIMUM POWER (uninstalled) 
B40 
B60 
B61 
B80 
B81 


MAXIMUM TORQUE (gross) 
B40 
B60 
B61 
B80 
B81 


*WEIGHT OF ENGINE 
B40... as 
B60 and B61 .. 
B80 
B81 


BORE 
B40, B60 and B80 
B61 and B81 .. 


STROKE .. 


SWEPT VOLUME 

B40 

B60 

B61 

B80 

B81... ae es 5 
*These weights are approximate only 


B81 SV (6.5:1 compression ratio) . . 
B81 SV (7.25:1 compression ratio). . 


B81 SV (6.5:1 compression ratio) .. 
B81 SV (7.25:1 compression ratio). . 


Four-stroke, liquid cooled, normally aspirated 


138 Ib. 
209 Ib. 
268 Ib. 
280 Ib. 
330 Ib. 
334 Ib. 
354 Ib. 


80 B.H.P. 
130 B.H.P. 
168 B.H.P. 
165 B.H.P \ 


an 


at 3,750 r.p.m. 
at 4,000 r.p.m. 


195 BHP. JS 2 3,750 r.p.m. 


220 B.H.P. 
235 B.H.P. 


at 4,000 r.p.m. 


ft. (19 kg.m.) at 2,000 r.p.m. 
ft. (29 kg.m.) at 2,400 r.p.m. 
ft. (37 kg.m.) at 2,250 r.p.m. 
ft. (38 kg.m.) at 2,250 r.p.m. 
ft. (45 kg.m.) at 2,300 r.p.m. 
ft. (47 kg.m.) at 2,750 r.p.m. 
ft. (49 kg.m.) at 2,500 r.p.m. 


650 Ib. (295 kg.) approx. 
825 lb. (374 kg.) approx. 
1,000 lb. (454 kg.) approx. 
1,010 lb. (459 kg.) approx. 


3-5 in. (8:89 cm.) 
3-75 in. (9-52 cm.) 


4-5 in. (11-43 cm.) 


173 cu. 
260 cu. 
298 cu. 
346 cu. 
398 cu. 


in. (2,838 cc.) 
in. (4,256 cc.) 
in. (4,887 cc.) 
in. (5,675 cc.) 
in. (6,516 cc.) 
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How a Veteran 
Rolls-Royce, of 1905 
Vintage, was Made 

to Show Its 
Paces, 


® 


IME as it passes may or may not develop pessimism 
in human beings generally, but in motoring each 
successive year sees the memories of the trials and 
tribulations of early experiences fade and, fading, leave 
just the right combination of humour and incident to 
make a reminiscence exactly what it should be. 
Sometimes, indeed, one thinks of the motoring past 
as of some great adventure and wishes those times back 
again, the moment when far from home awful things 
happened, the day when the starting handle was left he- 
hind, that great day when we hammered straight (?) a 
bent connecting rod using a milestone as an anvil, with 
a stone as a hammer. 


Once More on to the Road. 


Ah, me! those days when our great aunt considered a 
car the Beast of the Revelations will not return; and if 
they did, would they be the same? Yet, now and then 
there is a chance of pretending things are as they were, 
for it is characteristic of man to look for trouble, and no 
one could resist the offer to drive once more a car which, 
if not one of the very oldest, had its great historical day 
in 1905. 

It happened quite accidentally that opportunity 
occurred to take out the famous four-cylinder ‘‘ 20” 
Ralls-Royce which Mr. Percy Northey drove into second 
place in the Tourist Trophy Race over twenty years ago. 
It was one of the first four-cylinder Rolls-Royce cars to 
be built, and when the old warrior came up on a lift 
from the basement in Conduit Street, like Mephistopheles 
at Covent Garden, it was hard to believe that this was 
once a mighty racing car. 

Time had dealt kindly with the machine, but there was 
no denying that it was almost square and very high up 
in the air, despite the attempt to provide it with a modern 
all-weather body. Under the bonnet the uncovered valve 
rocking levers looked positively fierce, a massive governor 
dominated No. 1 cylinder on the port side and, though 
the glass-faced distributor protruded neatly through the 
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(Left) As if was in 1905: the 20 h.p. Rolls-Royce whicn 

finished second in the Tourist Trophy Race of that year. 

(Right) The same car as if now appears—more than twenty 
years later, 


dash, the magneto was more coy, being found after some 
time hiding under the floor boards. On the front scat 
was a note containing a formidable list of directions for 
starting from cold, all necessary as it transpired, but 
eventually we did get going and the fun began. And it 
was really very great fun, indeed! 

The old car really was a marvel; the engine, once one 
was accustomed to the low speed and the exciting sparks 
visible at the distributor, pulled really well, accelerated 
as it should, and was neither exceptionally noisy nor 
very rough. Of course, everybody could hear that first 
and second gears were in, but the direct drive was quiet 
and the transmission backlash nothing out of the way, 
and very little considering the car's years. 

Steering was a little difficult because of the unseemly 
behaviour of other drivers who, having their attention 
riveted on the ‘‘ Rolls,’’ cut things finer than usual to get 
a better view, and any friend encountered immediately 
turned his car round to give chase. The crowning glory 
was, however, catching up and passing an elderly. 
fiercely-moustached gentleman in an American car, he 
being so annoyed that he only just escaped crashing on a 


lamp post. 
At Speed. 


In the open country the indirect top was cautiously 
engaged, and everything opened up. The old car an- 
swered nobly, attaining a most exciting ‘' 45” quite 
easily before—at the urgent request of the passenger 
the throttle was released. We should have managee 
“so,”” but the steering became a bit wild at speed and 
the passenger’s nerves admittedly wanted strengthening. 
It was after this that we found number four drip feed 
was not functioning at the correct drops per minute. 
overdid the adjustment and had to reset all the 
athers as well. That brought back old times quite 
vividly. 

The arrival of the ancient at Brooklands track created 
considerable excitement, n> fewer than six people 
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jestantly demanding a run round the Grand Prix 
unks, and it was during lunch that some 
qiecreant discovered the switch, turned it on. 
ed a trembler buzzing for the first time, and 
iedly departed. Result, the tremller points 
qeided together. It took five notable drivers 
inweaty minutes to start the engine on the mag- 
geto by pushing the car, C. M. Harvey’s per- 
Yormance with the starting handle being 
Herculean but unavailing. And after that the 
gee thing to do was to get back home without 
geopping the engine again. 
The Staff Steps Smartly. 
“Alalf-way to town a sudden use of the foot ® 
brake caused the modern, adjustable, front seat 
éo tip up, and nearly precipitated a catastrophe, 
fe driver’s head being in the stern locker for 
Ste a time, after which escape the passenger in- 
Seed on readjusting* all the drip feeds, which 
@ok fime. We did get back, hawever, and never 
sve the Rolls personne! moved so quickly as 
"when they were told that the coil was out of 
igetion, the car being in the basement again in 


The power wnil of the famous 20 h.p. racing Rolls-Royce, which, after 
twenty years’ life, is still going very strong. 


fecord time lest the engine should decide to cease firing. 
Seciously, though, the old car was wonderful, and not 


and then asking some particularly snobbish acquaintances 
to go for a run, mentioning casually that you would bring 


@ much of -it had been renewed either. It served as a the Rolls round at such and such a time, and then seeing 


gaff car on the western front during the war and still 


touring in the hands of its. present owner, Mr. the veteran arrive ! 


Brewart Burt, as merrily as ever. 


But fancy owning it, going far to see. 


their faces, as, dressed to fit the occasion, they watched 
That, indeed, would be worth while 


PAINTWORK AFTER THE END OF WORLD WAR 2 


The article “Man and Car Care”, by 
B.J. Wilmin on Page 278 was very in- 
teresting, and it revived my memory of 
the early post World War 2 cars. | first 
came into contact with Mr Wilmin by 
correspondence on troubles we were 
having with the paintwork on the new 
cars. Although all my complaints to 
Rolls-Royce had to go through the late 
W.S. Bull who was then the Chief Ser- 
vice Engineer, and later made Service 
Director, we in Sydney had more than 
our fair share of paint troubles, such 
as crazing, small blisters under the 
paint, and fading. In some cases we 
had to repaint the car before it could 
be delivered. Some cars would start 
troubles after a few months. The paint 
agents in Sydney for the manufactures 
were also brought in for inspection, 
and all rectifications were carried out 
to their instructions. 


Since trouble seemed to occur in the 
tropics it was decided to enclose the 
car in a sealed plastic bag before cas- 
ing. This did improve things, but other 
problems arose. Rolls-Royce on advice 
from the paint manufacturers after all 
the reports were tabled, did improve 
things, but one could never be sure 
when trouble would start again. This 
trouble was not only on the Bentleys 
and Dawns, which had steel panels, 
but also on the Silver Wraiths which 
had aluminium panels. All the paint- 
work was not carried out by Rolls- 


Royce Ltd. When | was in England in 
1958 this matter was taken up bet- 
ween Mr Wilmin, W.S. Bull and myself. 
It was decided that a special test 
would be made and that was Rolls- 
Royce would send out to me various 
panels, aluminium and steel. painted 
in different colours. | was to place 
these panels in a position where they 
would be subject to all weather con- 
ditions. As the Service Station we had 
then was of 2 floors, | had them hang- 
ing in a position above the roof, expos- 
ed to everything, rain, wind, sun and 
pollution. The instructions with these 
plates were that some had to be dusted 


EDITOR’S NOTE 


each day, then washed once a week. 
Others were to be only washed, some 
never washed, some washed and 
polished, some also waxed and some 
had to have a cut-back. All these plates 
were numbered and a full report had 
to be kept on each plate, even as to 
the amount of colour that came off 
after each polish and of course this 
had to be done at different intervals. 
After a few months of the treatment 
all the plates were packed and return- 
ed to Mr Wilmin, together with the 
reports. | wonder what he recalls of 


these problems. 
Bert Ward 


Whilst every care is taken to check information published in Prae- 
clarvm, no responsibility can be accepted for errors. 


Contributions — 


The Editor would be grateful for any memorablia, photos, advert- 
isements, accounts of restorations, memories of experiences of cars 
owned or known or any other material that deals with Rolls-Royce 


and Bentley cars. 


Subscriptions — 


Praeclarvm is available on a subscription basis to non-members and 
for those members who may wish an extra copy. Such subscriptions 
carry no membership privileges. Rates are as follows: 


Australia $Aust10 


North America $US10 


Elsewhere $Aust7.50 
All rates quoted are for surface mail. 


Changes of Address — 


Members of the Club should approach their Branch Secretary in the 
first instance to advise non-receipt of an issue or a change of address 
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FITTING DIMENSIONS FOR FRONT MUD FLAPS TO STANDARD STEEL BODIES 


SECTION “FF” 


e - a = 
——— ee ee : 
<a 3875 a : | | 


383 


Silver Shadow Dropheads are now his- “Breaking” the hood is the most 
tory in this country. | persuaded an difficult feature to design into the 
owner to demonstrate the roof mech- mechanism. 

anism. 


The internal lights are carried on the Before the head will operate, ‘Park’ 
rear bow, must be selected, the handbrake on 
and the engine running. 


Although the folded head sits proud 
of the body line, it was still necessary 
to modify the rear spring rams to 
avoid fouling. The rear windows 
retract into the body unlike the coupe 
where they only vent. 


Silver Wraith WGC47 by Park Ward 
“The Wentworth”, pictured on the 
May 1950 York Motor News, probably 
driven by her original owner. 


REAR BRAKE EXPANDER HOUSINGS — 
BENTLEY MARK VI 
SILVER DAWN 
SILVER WRAITH 


SERVICE 
DIRECTORY 


The original housings are no longer 
being produced. 


Replacement housings will require a 
modification to the carrier plate as 


= tae shown in the sketch. 


CLUTCH RE-LINING 

Adams Bros of 53 Carlton Parade, 
Carlton N.S.W. can reine post war 
car clutches. The new lining is grooved 
and seems to keep cleaner than the 
original obviating shudder. 


JOINTING COMPOUND 

Bruce Ross now has the agency for 
Hylomar a jointing compound appro- 
ved by the factory. It is particularly 
effective in sealing automatic gear 
boxes. With gaskets on distorted or 
pitted cylinder heads or blocks. On 
Cylinder liner steps on wet liners. 
Fuel pumps faces and threads. Gear 
boxes and automatic transmission 
faces and threads. Bearing caps. Front 
and rear plates. Power steering pumps 
and ram units. Oil gallery seals and 
core plugs. Hydraulic systems and 
hydraulic suspension systems as a 
thread sealant at elevated pressure. 
As a water barrier on distributors. 
On rear axle casings and plugs. For 
fitting seals on differential and gear 
box units. May be used in place of A = Machine 17.4mm (.687) dia. 
or in conjunction with all paper gas- 
kets and in addition to non-paper 
gaskets on all joint faces. 
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FITTING INSTRUCTIONS FOR REAR WING FAIRINGS 
BENTLEY MARK VI AND SILVER DAWN 


When these panels are fitted, removal 
will only be necessary for major repair 
work on the rear of the car. When the 
car is tifted on the jack provided, the 
rear suspension allows the wheel to 
drop sufficiently to give ample clear- 
ance to remove the wheel with the 
wing fairing in position. 


The wing fairings are supplied finished 
in primer and must be sprayed to 
match the finish of the coachwork 
when fitting is completed. 


GENERAL 

When fitted, the wing fairing is secured 
at three points as shown in Fig. 2. 
Items ‘A’ and ‘B’ are tongue and slot 
fittings, tongues being fitted to the 
wheel fairing and slotted plates to the 
wing lip (flange). A sectional diagram 
of each fitting is also shown, together 
with the position of the slotted plates 
riveted inside the wing lip. The rear 
end of the fairing (‘C’) is secured by 
a bolt screwed into a threaded boss in 
the wing. 


PROCEDURE FOR FITTING 

REAR WING FAIRINGS: 

The following instructions and all dia- 
grams dealing with this procedure are 
in respect of the left-hand side wing 
fairing to simplify descriptive matter. 
As both fairings and wing modifica- 
tions are symmetrical, these instruc- 
tions are therefore also applicable for 
the right-hand side of the car. 


i) Jack up the rear of the car, remove 
the wheel and clean the inside of 
the wing. 

ii) Mark off positions of ‘A’ and ‘B’ 
tongue centres on the outer edge 
of the wheel fairing as shown on 
Fig. 3. ‘A’ centre should be 
4.000” from the bottom of the 
leading edge and ‘B’ centre equi- 
distant from ‘A’ and ‘C’ centres 
on the outer edge of the fairing. 

FIG. 3 

iii) Clamp the fairing into position 
on the wing. This should be such 
that both front and rear bottom 
edges blend into the wing and 
sufficient clearance given for the 
opening of the door i.e. the door 
must be clear of the beading of 
the Rexine piping when the latter 
is fitted to the fairing. The fitting 
of the piping is described in para- 
graph vi. Mark off the tongue 


iv) 


v) 


vi) 


centres on the lip inside the wing. 
Remove the fairing. Rivet the slot- 
ted striker plates in position on 
the inside wing lip — centres of 
slots to correspond with tongue 
centres. The rectangular striker 
plate is to be fitted in the for- 
ward position (‘A’ Fig.2) and as 
far inwards as the contour of the 
inner skin of the wing will allow. 


Part of the wing lip must be cut 
away to allow clearance around 
the slot in the striker plate (see 
‘A' Fig.2). This plate is slightly 
curved to follow the wing form, 
and the rivet holes are offset to 
allow the rivets to be fitted well 
inside the lip of wing. The posi- 
tion of the striker plates on the 
wing lip is also illustrated in ‘A’ 
and ‘B’, Fig. 2. 

Rivet the tongues on to the 
stiffening web of the fairing. The 
sectional illustrations in Fig. 2 
show the method of fixing. Before 
carrying out this operation, it is 
advisable to again clamp the fair- 
ing into position on the wing and 
re-check the tongue centres and 
ascertain the exact position to fit 
the tongues on the stiffening web 
to give a snug fit to the fairing 
when finally fitted. 

NOTE: The fairing when clamped 
into position prior to fitting the 
tongues to it, should be a good 
flush fit against the wing and no 
gap should be left for the thick- 
ness of the Rexine piping. The 
tongues should be fitted so that 
the fairing is a good bump fit by 
hand with the piping fitted. If 
slacker, the fairing will rattle 
when finally assembled to the 
wing. 

Cut a series of vee’s in the Rexine 
piping to prevent puckering and 
to enable it to be evenly placed on 
the inside of the fairing and on 
the stiffening web. The vee’s 
should be cut about two inches 
apart from one another and up to 
approximately 3/8” from the 
beading of the piping. 

Apply adhesive to that side of 
the piping which fits against the 
fairing. Place it in position on the 
fairing, with the beading project- 
ing just above the outer edge as 
shown in ‘A’ and ‘B’, Fig. 2. 
Place the metal fixing strip over 


the piping and the web of the 

fairing. Using the strip as a tem- 

plate, drill holes as necessary and 
then rivet the strip into position 
with the bifurcated rivets supplied. 

vii) Refit the fairing making sure that 
the front and upper tongues have 
fully engaged in the slots of the 
plates and then re-clamp the fair- 
ing into final position. Check that 
the tongues project at least “4” 
through the plates. Should diffi- 
culty be experienced in engaging 
the upper tongue with the slot in 
the plate, trim up the end of the 
tongue as necessary. 

viii) The next operation is to fit and 
weld the boss ‘F’, Fig. 4 (also 
shown in view ‘C’, Fig. 2) in the 
appropriate position on the rear 
wing. It will be observed from 
Fig. 4 that the outer face of the 
boss is nearer to the wing at point 
‘D’, than at point ‘E’, in order to 
ensure that the rear end of the 
fairing fits snugly to the wing. To 
fit, proceed as follows:— 

a) With the fairing still clamped 
into its final position on the 
wing, scribe the position of the 
hole in the rear of the fairing 
on to the wing and remove the 
fairing. 

b) Find the centre of the scribed 
circle on the wing, and from 
this centre, scribe another cir- 
cle 1-5/16” dia. Drill a series of 
1/8” dia. holes within this cir- 
cle and also through the inner 
metal skin of the wing and 
remove the metal. 

Trim the hole in the wing until 

the boss is a good push fit in 

this hole. Trim the hole in the 
skin (it is not necessary for the 
boss to be tilted so that when 
the outer face of the boss is 

flush with the wing at point ‘D’ 

Fig. 4, the face of the boss at 

point ‘E’ will project from the 

wing by approximately 3/16”. 

To assist in positioning the 


~— 


c 


boss, point ‘D’ should be 
approximately 45° from the 
vertical line. 


d) Remove the boss and clean 
away paint as necessary on the 
wing for welding purposes. 
Push the boss into position 
until the face of it at point ‘D’, 
stands proud of the wing by 
about 1/32” and at point ‘E’ 


386 


by about 3/16”. Weld the boss Again re-check the fit of the fair- EDITOR'S NOTE: 
to the wing. Alternatively the ing on the wing. Remove the fair- This bulletin announced the fitting of 
boss may be brazed to the wing. ing. Mask the plated end of the ray aliiogs as aCstandald features an tie 
: ark VI Bentley. It is well known that 
ix) Place the plated escutcheon on to bolt and the escutcheon and shese~'were ‘anicexcellen’ muditrap. and: a 
the bolt and secure with the cir- spray the fairing to match the harbour for rust. A simpler form of bead- 
clip. Place the rubber washer on finish of the coachwork. Clean up ing is ordinary plastic piping glued to the 
to the escutcheon, fit these parts and re-cellulose wing as necessary. edge of the fairing. 
to the fairing and secure by fitting (Edited from Factory Bulletin BB-61 of 
the circlip to the escutcheon. 12 January 49) 


TO FRONT OF 
CAR. 


We seldom see long wheelbase S series 
cars in Australia. The chassis was 
lengthened by 4 inches to provide 
extra leg room in the back and allow 
for a division to be fitted if required. 
The sixth light to the rear of the rear 
door is the best due toa LWB. 


Although this car was a Silver Cloud 
!1 note the additional passenger pull 
and the push-me-pull-you heater con- 
trols carried over in coachbuilt cars 
from the Silver Cloud. 


Detail of the extended rear door with 


the additional arm rest. 


lamp. 


THAT HIGH-LIFT CAM 


Bert Ward’s comment on page 338 of 
Praeclarum 78/3 regarding high lift 
cams in Mark VI Bentleys has prompt- 
ed this letter. 


B14DA, first registered 29 September 
1948 and illustrated on page 173 of 
Praeclarum 76/4, was stripped down 
by Les Cottall who before he retired 
was doing some very good work at 
Bumimyong. Then he and | made a 
visit to Kellows to collect spares, he 
took the cam shaft to seek their advice 
and was told by Stan Orlick that it 
was a high lift cam. This was in Aug- 
ust/September 1969 and since then 


nothing has been done to the engine 
but it is now overdue for a valve 
grind and quite probably new rings 
etc. 


This is one of the few Bentleys with a 
single centre fog light and the con- 
nection between the bottom radiator 
and engine block is by way of a curved 
N.P. pipe complete with draw off cock 
and a short piece of hose each end. 

GORDON PHILLIPS 


Buninyong. 


Detail of the rear light and reading 


P The hood stowage. 
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The Designs which will appear on this page from 
issue to issue will be original, being drawn specially 
for “ Motor Life.” 


A FOUR SEATER SPORTS COACH 


The mame of Mr. H. I. Phillips of Stawell, Victoria, must now be quite familiar to our readers. 
gentleman have appeared in recent issues of “Motor Life’, and have displayed great originality. 
from Myr. Phillips appears above, and is designated by him as a “four seater sports coach.” 
large chassis as the Rolls-Royce, and embodies several useful and novel features. 
designer calls a metal ‘drip running the full length. 
away quickly. 
of the step. 


The Editor will be glad to furnish further particulars , 
to any readers interested and desiring greater detail 
than ts shown in the illustration. 


Body designs by this 
The latest design received 
It is intended for use on such 
The running board is fitted with what the 
We presume that the metal edge is turned over to allow water to run 
Beneath each door a boot scraper is fitted whilst nickel plated rails are provided on the unused portions 


“I can't afford to drive it, but it sure looks good on my driveway.”’ 
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